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Why is the Electric Truck Superior 
for 85% of City and Suburban Work? 





Here’s the ‘‘Yankee answer.’’ 


Why aren’t 


street cars run by gasoline engines? 


Electricity and the electric motor have no 
equals for the short haul with many stops, 
such as street car runs. 


There is no consumption of power while the 
vehicle stands. There is no “stalling.” You 
don’t have to “turn over” nor “warm up” an 
electric. Just as a street car gets away quickly 
when the motorman turns on the juice, so does 
the electric get away first in heavy traffic. 


In the mechanisms ef the gas and electric 
trucks there’s about the same difference as 
there is between the locomotive and the street 
car. 


The average electric truck is out of commis- 
sion barely one-fourth as much as the average 
gas truck during the first three years—the best 
part of a gas truck’s life. 


There are many other sources of the elec- 
tric’s superiority. Lessened stable space, re- 
duced insurance and smaller upkeep. 


Then, too, don’t forget that in a few hours’ 
time your horse drivers can be taught to drive 
an electric truck. All there is to do is—turn 
on the power and keep in the road. 


These superiorities of electrics for 85 per 
cent of all city and suburban work are G. V. 
Electric Truck superiorities. 


For fifteen years we’ve been applying the 
principles of electric trucking to nearly every 
kind of business. We undoubtedly have fig- 
ures which would interest you. It will cost 
you nothing to get this information, gathered 
by the foremost electric trucking men in 
America. 


We can probably make you money. Why not write us for 


Price, $10.00 Per Year 


catalogue No. 104? If we can't, no harm is done. If we can, 
we've both made money. That's the only way we do business. 


General Vehicle Company, Inc. 


General Office and Factory 
LONG ISLAND CITY, N. Y. 


New York Chicago Boston Philadelphia 
Six Models: 1,000 to 10,000 Ibs. Capacity. Dealers in open territory are invited to correspond. 
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THE TRAFFIC WORLD 


Leading Commercial and Traffic Organizations 


The National Industrial Traffic League. the memphis Freight Bureau. R. Indianapolis Transportation Club. Wil- 
Object.—The object of this league is to Donelson, Pres. ; W. G. Thomas, Vice- liam Thorn, Pres.; L. E. Stone, Secy. 
interchange ideas cone | traffic mat- Pres.; James S. Davant, Commissioner, SRT. Traffic: Club. R. H. May, 

ters, to co-operate with the Interstate Memphis, Tenn. Pres.; F...C. Sawyer, Secy.-Treas. 

Commerce Commission, state railroad traffic Bureau of Associated Industries, Kansas City (Mo.) Railroad Club. Wal- 

commissions and transportation compa- Central Manufacturing District. Knee- lace A, MacGowan, Pres.; Claude Man- 

nies in a ag gy and securing better un- land Ball, Pres.; H. D. Eberly, Vice- love, ys 

derstanding by the public and the state Pres.; B. T. Rath, Secy. and Traffic Kansas City Traffic Club. John W. Mc- 

and national governments of the needs of Director, Chicago. Coy, Pres.; Alfred A. Wild, Secy. 

the traffic world; to secure proper legis- ational League of Commission Merchants Lima Transportation Club. Lloyd P. Sher- 

lation where deemed necessary, and the of the United States. John C. Scales, rick, Pres.; D. L. Rupert, Secy.-Treas. 

modification of present laws where con- Pres.; Chicago, Ill.; R. S. French, Busi- Los Angeles Traffic Raveclanee Cc. A. 

sidered harmful to the free interchange ness Manager, 90 West Broadway, New Thurston, Pres.; H. Smith, Secy. 

of commerce; with the view to advance York. Louisville ‘Stannisctakion Club. F. 

ee ae Pt to ne gp awe se Aer Maus, Pres.; S. J. McBride, Secy. 

and protect e commerc an rans- a Samrpae — Traffic Club. A. Murawsky, 

portation interests. TRAFFIC CLUBS. Pres.: F. T. Fultz, Secy. KS 
Headquarters—Tacoma Bldg., 5 North  gaitimore Traffic Club. H. R. Lewis, Minneapolis Traffic Club. L. H. Caswell, 

La Salle St., Chicago. Pres.; C. C. Kailer, Secy. Pres.; J. E. Lindquist, Secy. $ 

Birmingham Traffic and Transportation eieeennic Traffic Club. Arthur Hamilton, 
Officers Club. T. L. Hill, Pres.; J. W. Bryan, Pres.; Roy §. Busby, Secy. 
Secy. ¢ New England Traffic Club, Boston. W. 

G.°M. Freer ............-++++4++ President Brooklyn Traffic Club. E. C. Potter, Jr., P. Libby, Pres.; C. A. Anderson, Secy. 

Manager Traffic Department, Cin- Pres.; J. H. Branigan, Secy. New York Traffic Club. Thomas A. 
cinnati Chamber of Commerce and  guffalo Transportation Club. J. H. Me- Gantt, Pres.; C. A. Swope, Secy. 
Merchants’ Exchange. glemry, Pres.; Henry Adema, Secy. Omaha Traffic Club. E. C. Wilbur, Pres.; 

W. H. Chandiler........... Vice-President Chicago Traffic Club. F. L. Bateman, Cc. D. Baline, Secy. 

Manager Transportation Dept., Bos- Pres.: W. H. Wharton, Secy. Peoria Transportation Club. T. A. Grier, 
ton Chamber of Commerce. Chicago Transportation Association. <A. D. Pres.; C. H. Gillig, Secy. 

Oscar F, Bell......... Secretary-Treasurer Davis, Pres.; W. I. Chudleigh, Secy. Philadelphia Traffic Club. George J. Lin- 

T. M. Crane Co., 836 South Michi- c¢jncinnati.—Traffic Club of the Chamber coln, Pres.; Don C. unter, Secy. 
gan Ave., Chicago, Ill. of Commerce. B. H. Stockman, chair- Pittsburgh Traffic Club. J. F. Townsend, 

BE. F. Lacey .......+..+++. Asst. Secretary man: T. J. McLaughlin, Secy. Pres.: D. L. Wells, Secy. 

5 North La Salle St., Chicago. Cleveland Traffic Club. J. W. Clark, Portland Transportation Club. gclaine 
$ Pres.; M. F. Doyle, Secy. Hallock, Pres.; W. O. Roberts, Secy. 

Coma. Walter ee ers of Piuladel) Dallas Traffic Club.’ Mark Ford, Pres.; Rockford ‘Traffic Club. J. H. Miller, Pres.; 
Butler. Secy. Philadelphia Pa. + cc E. Hinds, Secy. L. E. Golden, Secy. 

National implement and Vehicle Associa- Cayton, O.—Traffic Club of the Greater Salt Lake City Transportation Club. A. 
tion. W. J. Evans, Freight Trf. Mer. Dayton Association. J. W. Cobey, R. McNitt, Pres.; R. E. Rowland, Secy. 
American Trust Bldg., Chicago, Iil. ‘ Pres.; E. G. Biechler, Secy. San Francisco Transportation Club. J. H. 

Northern Pine Manufacturers’ Associa- Denver Commercial Traffic Club. F. M. Handlon, Pres.; James G. Melvin, Secy. t 
tion. H. S. Childs, Secy., Minneapolis Andrews, Pres.;‘K. Flickinger, Secy. Seattle Transportation Club. W. H. Olin, iy 

Manufacturers’ Association, in charge of O€troit Transportation Club. Arthur Pres.s F. C. Nessly, Secy.-Treas. 
traffic of industries located’ at Sterling Maedel, Pres.; J. M.: Robinson, Secy. Spokane Transportation Club. V. G. 
and Rock Falls, III. Erie Traffic Club. E. F. Smith, Pres.; Shinkle, Pres.; R. W. Franklin, Secy. 

HH a M. W. Eismann, Secy. St. Joseph Railroad Club. E. L. Speer, 
. > ee sateeeesessetereeess President fort Worth Traffic Club. R. E. Lay, Pres.: A. T. West, Secy. 

A. N. Bradford ........... Vice-President -Pres.; R. R. Wilson, Secy. St. Louis Traffic Club. H. M. Adams, 

W. J. Burleigh ...... Secretary-Treasurer Freeport, ill.—Greater Freeport Traffic Pres.: W. S. Crilly, Secy. 

W. E. Long ............- Traffic Manager Club. W. H. Jenner, Pres.; F. F. Pep- Toledo Transportation Club. Joseph Gold- 
All correspondence relative to move- perdine, Secy. baum, Pres.: Harry S. Fox, Secy. 

ment of traffic to or from Sterling and Grand Rapids Traffic Club. L. M. Mac- Topeka Traffic Association. J. F. Haskell, 

Rock Falls, Ill., should be addressed to Pherson, Pres.: R. L. Byerly, Secy. Pres.; Samuel E. Lux, Secy.-Treas. 

the Traffic Manager, General Offices, Houston Traffic Club. R. H. Spencer, Washington Traffic Club. D. M. Fisher, 

Lawrence Building, Sterling, Il. Pres.; F. A. Leffingwell, Secy. Pres.: W. B. Peckham, Secy. 


DIRECTORY OF ATTORNEYS intsestars'‘cosomece commssion 


Charles Conradis Jean Paul Muller 


ACCOUNTANT AND ATTORNEY-AT-LAW 
Practices betore the 420-424 Woodward Bldg., Washington, D. O. 
Interstate Commerce Commission 
Cases Seveteing, ngee ¥ and Comeie Ae Analyses, 
418-430 South Market St., Chicago Cost of Service T: and Com other 


§06-7-8-9-10 Colorado Bidg., Washi D.C. a on before State and’ Fodere Federal ae 


John B. Daish H. RB. Small Blackmar & Bundschu 


Attorneys and Counseiors 


Practices Before the Interstate 
Interstate Commerce Cases only A eoeng| — Suite 904 Commerce Building, Kansas City, Mo. 


Special Attention to Rate Claims and 
008-606 Hibbs Bldg., Washington, D.C. | 1695 14 Pierce Bldg., St. Louis, Mo. | practice Before Interstate Commeree Commission 


Wal M emer 0B Atty. former nor set US Ate 
ter E. McCernack Paul E. Bradley. M. Edmonson 


Formerly attorney summer. tos, Batenstbte Gommesse Con- Lyons | & Smith 


Suite 956 First Nationa! Bank Bidg., Ps. Mr Bradley, formerly with b Interstate Commerc 
mmission, charge e preparation of cases 
Chicago, III. before the Commission 
Suite 1003-6 Republic Bidg., Kansas City, Mo 


C. D. Chamberlin Hal H. Smith W. 8S. Morris, Jr. 


(Beaumont, Smith & Harris) Attorney at Law 


Practices Before Interstate Commerce| Transportation Law and Inters« ate 
Commission. | Commerce Cases 


1019-1028 Rose Bldg. Cleveland, Ohio| 1193.98 Ford Bldg., Detroit, Mich. |519 Law Bidg., Norfolk, Va. 


Attorney at Law and Commerce 
Counsel 
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804-5-6-7-8 Westory Building, Washington, D. C. Gwynne Building, Cincinnati, Ohio 


Interstate Commerce Commission cases, Public Utility and Service Commission cases and 
Federal Trade Commission cases only at Washington, D. C.., offices. 

Francis B. James (Commerce Counsel) in charge of Washington, D.C., offices, where E. E. Williamson (Commerce Expert) 

' and Wayne P. Ellis (Commerce Accountant and Statistician) are associated. 


| RICHARD TOWNSEND 








COUNSELLOR AT LAW 
B. G. Dahlberg | Commerce counsel, practicing before In- 


a, ay ne a and Pub- 
c¢ Service Commissions. years’ prac- 
COMMERCE EXPERT tical experience in traffic matters. 


829 OLIVER BLDG., 
PITTSBURGH, PA. 


Watson & Abernethy 
John R. Walker 
Rufus B. Daniel ATTORNEYS AT LAW 
LE ial coment eon cue Sol 
Interstate Commerce Cases only t. ; mmeroe or So ° 
625 Mills Building, El Paso, Tex. ee eee OM, Me 5-18 Munsey pag D. C. 
Arthur B. Hayes R. W. Ropiequet George Patterson Boyle 
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Former Attorney for 
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Former member of the Department of Justice as 
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Consulting Counsel 
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Commission 
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BORDERS, WALTER & BURCHMORE 
1680 First National Bank Building 


M. W. Borders Luther M. Walter John 8. Burchmore 
CORPORATION, INSURANCE Formerly Attorneys for Interstate Commerce Commission 
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To The TRAFFIC MANAGER 


Who Must Keep UP TO THE MINUTE 
| On Tariff Filings, Rejections, Beg er and the other Most Important 


Our Daily Traffic World and Traffic Bulletin Will Appeal 


| LET US SEND SAMPLES 
| THE TRAFFIC SERVICE BUREAU, CHICAGO | 


As a Friend of THE TRAFFIC WORLD, please mention this paper In writing to attorneys. 
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Permanent Relief From Selatan Ghee fend 




















N. Y. Terminal Congestion : omni 

 rasmemeeoiee mcm (AEE ERI ETE ISS D. a. & WwW. R. R. © 
Hoboken Shore Road has won national recognition among ous Van Wamaee 
Traffic Managers for the superb way in which it has offered pone Be yh 
relief to its clients from freight congestion in'New York Port. Me yr tS 
Hoboken Shore Road service is a permanent feature of Es bee th he 
terminal freight transfer in New York Port. ee oan i 






Erie R. R. 


Hundreds of shippers who value present and future freedom For alk catlet shipments. 


from terminal difficulties are becoming our clients by billing 
















their freight “Via Hoboken Shore Road.” It handles freight to the 
e Holland-American Line 
Hoboken Shore Road Service Wileon' tine AMmerienr “ine 
North German Lloyd Line 
Can Help You All freight billed asian 











2 Shore Road” is accepted by these 
No charge to you on carlots. Our earnings paid by the trunk lines despite any embargo. 


lines. 

We move freight directly by rail between trunk lines and steamship companies (listed to 
right) with ONE HANDLING, by using electric trucks carrying a ton at a time. 

Rigid yard inspection prevents delay. Special emergency service locates lost freight. 


Ample switching facilities and equipment meet any rush. 
Save time, breakage, claims, forfeitures by using this service all the time. 


HOBOKEN SHORE ROAD, Foot of Fifth St., Hoboken, N. J. 


Are you Inoking for | SPECIAL OFFER 


— A factory or warehouse 
location in the Chicago 
District with private switch 
and Belt Line service ? 






























TO 


TRAFFIC WORLD SUBSCRIBERS 





Personal Replies by Mail or Wire to 

Legal or Special Service Inquiries 

—— With sewer, water, gas, im- 
proved streets and other 
necessary facilities and 
conveniences ? 


Book of 5 Legal Coupons $5.00 Good Within 1 Yea 
6é iti 12 ae 6c $10.00 6é “é 6é 
6é ae 10 Service (yj $5.00 6é 6é «é 


— With first-class service on pie i wee AN Raia 


carload and less than carload 
shipments, in and outbound 
at Chicago rates? 


Single Legal Inquiries $1.00 
“ Service “ $0.75 





If you are after these advantages 
let us put our proposition before you. 


Let Us Give You The Details 


THE TRAFFIC SERVICE BUREAU 





Clearing Industrial District 
1005 First National Bank Bldg., Chicago 


\BAIiMD\IS\ZAIS|IZ IZ IZ IZ IZ \ZAIAZAi ZA iZi4ZiZi4Zi4zi4Zi4Zi4ZiJZ ee 
VAAMPAAQAE@ LL @¢@ LLL AD LL¢EAL Lb b&b La a 


TELEPHONE RANDOLPH 136 418 So. Market St. 505 Colorado Bldg 
WO AAAACLEAZAEAL LE Zee : CHICAGO WASHINGTON, D. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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Shipping Room Economy 


A LARGE manufacturing concern recently told its patrons a few pointed 
facts through an item in its house organ. 


“In November and December our shipping department saved 
customers $126.48 by calling their attention to the possible 
economies in transportation charges by re-routing shipments. 


Records were also made of $283.22 that could have been saved 
to other customers had there been time to secure their 
instructions to use the express. 


It seems difficult for many shippers to realize the economy of 
express shipments under the rates now in force. . . Frequently, 
it would be cheaper, quicker and safer to ship goods by express.” 


Here is an object lesson for every user of transportation service: Express 
rates are low—far lower than is generally appreciated. 


Add to this all-important fact, the knowledge that express service means 
collection and delivery, a receipt for each shipment, insurance up to $50 
without additional cost; that shipments travel in special cars, on special 
trains; that they are watched, guarded, expedited by trained men; that the 
records covering them are complete, and you have severalFdefinite reasons 
for shipping your goods by express. ne 


Are you discriminating about your,transportation methods, Mr. Shipper? 


The nearest Wells Fargo man will be glad to give you expert information 
in regard to your individual problems. Ask him today. 


Wells Fargo & Co Express 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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RAILROADS AND THE PASS EVIL 


We do not mean in the least to minimize the im- 
portance of the disclosures that are being made in 
the investigation’ by the Interstate Commerce 
Commission of the charges of issuing passes made 
against certain railroads by Senator Luke Lea of 
Tennessee, nor the culpability of the railroads if 
they are guilty. The issuing of passes in interstate 
commerce is against the law and should be dealt 
But there are two sides to this 
matter, as there are to most matters, and, while 
the point we are making cannot be urged in justi- 
fication of the railroads, it does offer somewhat of 
an explanation and at least shows that all the evil- 
doing is not confined to the carriers. 

For instance, the New Jersey Supreme Court 
has recently held that the secretary to the gov- 
ernor of that state is one of the state officers desig- 
nated by the law whom the legislature, in the ex- 
ercise of its reserved power and as a matter of 
public policy, can constitutionally require to be 
carried free by the railroads of the state. He is 
within that class, the court holds, because the 
good-will of such an officer as the secretary to the 
governor “might well be deemed advantageous to 
the railroads and his ill-will something to be 
deprecated.” 


We are indebted to this court, not only for de- 
ciding that the governor’s secretary ought to ride 
free—or, rather, that the legislature has a right to 
provide that he ride free—but for so boldly stating 
the reason. It is the reason, of course, for such 
free transportation when the railroad voluntarily 
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deals it out, and it is in recognition of that reason 
that in many states it has been made illegal for 
railroads to give members of the legislature, for 
instance, free transportation. But it is somewhat 
surprising to find the highest court of one of our 
oldest commonwealths declaring it to be the reason 
for forcing free transportation from the railroads 
under the power of the law, and that it is the public 
policy of the state of New Jersey to compel the 
railroads to give free transportation to those state 
officers who are in position to harm or help the 
railroads. 


It is a most ill-smelling reason. Whatever the 
faults of the railroads, and whatever the unreason- 
ableness of their demands and their arguments in 
support of them, when one reads a case of this 
sort he wonders that the railroads are not much 
worse than their worst enemies charge them with 
being. When one has to submit to having his 
purse legally split and the contents stolen by the 
commonwealth, it is not surprising if he turns cut- 
purse himself in order to get even, or that, con- 
trary to law, he indulges, to serve his own pur- 
poses, in a practice that, by other law-making 
bodies, is enforced upon him. What good rea- 
son is there why the railroads should carry free 
the secretary to the governor, or the governor 
himself, or even the members of the state commis- 
sion, whether they are traveling on business or not? 
And what sort of honesty is to be expected from 
either railroad or state official when the vicious 
motive for this free transportation law is so openly 
and even casually admitted? 

Much is being said about the failure of regula- 
tion or its imperfection. In our opinion, one of 
the reasons why it is imperfect is the lack of 
ability on the part of some of those charged with 
the regulatory power to perceive the viciousness of 
their own measures. It is anomalous for a state 
legislature to attempt to enforce right conduct on 
the railroads when it demands of them free trans- 
portation for its own members or for other state 
officers. Legalized graft is no better than any other 
kind of graft. We hope that if central or uniform 
regulation of common carriers ever comes about 
it will result in the abolition of all such state laws. 
It is as much an imposition on the railroads that 
they should be forced to furnish free transportation 
to a public official traveling on public business as 
it would be to force a gas company to furnish free 
gas for his office, or a water company to furnish 
free water, or a telephone company to put in a 
free telephone. And when this imposition is 
avowedly for the reason that the public official is 
in position to be of service to the railroads it be- 
comes not only unfair and unjust, but a scandal. 
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ADAMSON VS. JAMES AGAIN 


We are devoting more space than perhaps is 
warranted by either the amount of interest in the 
matter or the demands of justice, to the objections 
made by Chairman Adamson of the House Com- 
mittee on Interstate and Foreign Commerce, to 
the way in which the hearing before his commit- 
tee on the Pomerene bill-of-lading bill. was treated 
in Tue Trarric WorLpD, but we strive to please 
and are willing to stretch a point to let Mr. Adam- 
son have his say. We are printing elsewhere in 
this issue a continuation of the correspondence be- 
tween him and -Mr. James, begun in the April 29 
number. We -print this merely to complete the 
record. The letter from Mr. Haight and the rec- 
ord of the preliminary statements when the com- 
mittee hearing opened, we print at Mr. Adamson’s 
request. 

We wish to say, however, that we do not re- 
gard either the Haight letter or the record of pre- 
liminary statements as important. Mr. Haight’s 
letter, as will be seen, is based on Mr. Adamson’s 
own interpretation of THE TRAFFIC WORLD re- 
port, on which we have already commented. More- 
over, he is obviously desirous of smoothing things 
over in the interest of the bill he is trying to have 
enacted into law. As to the official report of re- 
marks made by Mr. Adamson at the opening of 
the hearing, they add nothing to the store of in- 
formation as to his attitude toward the bill and 
its advocates. It would be delightful for our rep- 
resentatives in Congress if they might require their 
motives and purposes to be judged by their words 
spoken for the record, but they can hardly expect 
that. Mr. James’s remarks on the same occasion 
are also without significance. They are concilia- 
tory in tone, as might be expected from a man 
who is urging action by a committee and who 
has incurred the animosity of its chairman. Rec- 
ognizing the occasion for that conciliatory spirit 
on the part of Mr. James and his fellows, we have 
not asked and shall not ask them to confirm pub- 
licly the reports in The Traffic World to which 
Mr. Adamson -objects, but which were correct in 
every important particular. ; 

With regard to the insinuations made by’ Mr. 
Haight, based on insufficient knowledge and not 
justified even by his desire to stroke Mr. Adam- 
son’s ruffled feathers, we wish to point out that 
Tue TRAFFIC WorR.LpD has not been interested in 
the Pomerene bill to the extent that it has in any 
way advocated its passage, though we might well 
have been. As to the “desire to write a sensa- 
tional and irresponsible article,” we leave our read- 
ers to judge whether such an accusation can prop- 


Vol. XVII, No. 19 


erly be made against.us. Whatever faults it may 
have, this magazine is hardly in the yellow jour- 
nal class. 


Space does not permit now, but at some future 
time we may print the correspondence between 
Mr. James and Mr. Adamson prior to the hearing 
before the committee. This correspondence is 
contained in the printed copy of documents sub- 
mitted to President Wilson by the Committee on 
Commerce, Trade and Commercial Law of the 
American Bar Association. It makes just as good 
reading as the correspondence we have printed by 
request, and throws a good deal more light on the 
real attitude of Mr. Adamson. Throughout Mr. 
James is courteous and businesslike and Mr. 
Adamson is the contrary. One could not read 
that correspondence without being practically con- 
vinced that Mr. Adamson is not only against the 
bill, but that he has been blocking fair considera- 
tion of it. 


TO ENLARGE COMMISSION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Senate committee on interstate commerce was ex- 
pected May 5 to agree on a favorable report on the Adam- 
son bill increasing the number of commissioners from 
seven to nine and increasing the salary of Secretary Mc- 
Ginty from $5,000 to $7,500. The Adamson bill. as it passed 
the House, repealed that section of the law which provided 
a salary of only $3,500 for the secretary to the Commission. 

The committee at its meeting a week ago practically 
agreed on a favorable report, but for some reason, not 
made public, held up any announcement on that point. 

President Wilson has sent word to the Senate committee 
that, in his opinion, the bill should be passed regardless 
of the adoption by the Senate of the Newlands resolution. 
He treated that as being a general reason for withholding 
action upon all other bills relating to the further regula- 
tion of railroads. Individual members of the Commission 
have also asked the committee to act so as to put the 
question before the Senate, on the ground that the Com- 
mission has so much work that it requires the enlarged 
personnel so that it may divide itself into smaller bodies, 
each to. have charge of a certain branch of the Commis- 
sion’s work, particularly the valuation. 

The fact that the president regards the resolution al- 
ready adopted by the Senate as a stop order applying to 
the Rayburn: securities and other bills for the further 
regulation of carriers is expected to cause discussion on 
the floor of the Senate. It is being used as confirmation of 
the suspicion voiced by Senator Norris that the object of 
the Newlands resolution was to put brakes on further regu- 
lation, although the Commission has advocated further 
legislation, especially legislation giving it authority to 
regulate issues of securities and call for letters written by 
or to officials of a railroad company, such as it tried to 
get from the Louisville & Nashville. That effort was 
stopped by the courts. 
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Current Topics 
in Washington 


Keeping Up with the Act.—Prob- 
ably every man having to do with the 
enforcement of the Act to regulate 
commerce and every one interested 
in the administration of that act re- 
members an injunction to “search the 
scriptures.” At the risk of a charge 
of irreverence, it is suggested that 
it would be for the good of all con- 
cerned, were there greater diligence 
in the searching of the Act to regu- 
late commerce. That thought is the result of the an- 
nouncement that the Commission will hold a hearing to 
determine what rules it shall prescribe for observance by 
carriers who have dealings with supply companies in 
which railroad officers or employes have an interest, or 
the other way about. That announcement came as a dis- 
tinct shock to nearly everybody connected with the busi- 
ness of railroad rates, regulations and practices. The 
bankers and supply-house men may have remembered that 
there is an addition to the Act to regulate commerce in 
the Clayton anti-trust law, which gives the Commission 
authority to regulate such relations by appropriate rules, 
but the folk ordinarily concerned with the doings of the 
Commission appeared to have forgotten it. The recent 
statements in connection with the tariffs of the Great Lakes 
Transit Company that the Commission appears to have 
jurisdiction over port-to-port rates, if it cares to take con- 
trol of the rates made by any water carrier, is also taken 
as a reason for a paraphrase of the injunction with regard 
to the scriptures. 











Water Power and Coal Rates.—What may be considered 
a whimsical suggestion was made at the hearing in the 
lake cargo coal case early in the week to the effect that 
the result of the experiment of the Chicago, Milwaukee 
& St. Paul in using electricity in operating its trains on 
the Montana divide division may go far toward solving 
the question as to what would be a reasonable lake cargo 
coal rate. Much of the coal moving under such rates is 
used by the roads in the Northwest. The experiment 
with electricity produced by waterpower may result in a 
considerable reduction of the consumption of lake cargo 
coal. It is suggested that when it is remembered that 
every railroad in the country is constructed along water- 
courses and that much electricity can be yenerated by 
the streams along which the railroads run, the sugges- 
tion may not be so whimsical. Take, for instance, the 
Cumberland-Pittsburgh division of the Baltimore & Ohio. 
There is power enough in the streams along its right-of- 
way to operate five or six roads such as it is. The Poto- 
mac, east of Cumberland, could be made to furnish power 
enough for that part of the road. The Illinois Central is 
so near the Mississippi all the way, that a Keokuk dam 
or two would furnish power not only for it, but for the. 
railroads and communities on the other side of the river 
as well. In fact, it is suggested, there is not a railroad 
in the country that could not get power from streams, if 
it had to do so. Such use of water for the creation of 
electricity, it is suggested, would go far toward solving 
the coal rate questions by making it unprofitable to carry 
coal far fromthe mines into’ highly competitive regions. 
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The coal field nearest a point of consumption would have 
an advantage, it is believed, which would make it un- 
necessary for the Commission to give the slightest thought 
to the commercial conditions, which are now such large 
factors in all coal cases. 





Cases that Need Naming.—The English language is 
generally believed to be so flexible that ultimately it will 
become the language of the world. It has lost its inflec- 
tions, and if a foreigner knows a few nouns, it is said 
he can get along. That may be so, but it has its limita- 
tions. For instance, flexible as it is and adaptable as it 
is supposed to be, it has not yet produced adjectives that 
will clearly indicate the difference between the two coal 
cases in which the railroads and the coal operators of 
Pittsburgh and Ohio on one side, and the West Virginia 
operators on the other, are before the Commission, tangled 
up like the ball of rattlesnakes one reads about in the 
early spring. One is definitely known as the Lake Cargo 
case. The other is known as the “Commercial,” or the 
“Domestic” or the “C. F. A.” coal case. Each of the 
adjectives, as well as the adjectivial combination of Cen- 
tral Freight Association, ‘is misleading. ‘The word “com- 
mercial” creates the idea that that commodity there trans- 
ported is for a distinctly different use. “Domestic” con- 
veys the idea of coal for use in the kitchen range. To 
use the initials of Eugene Morris’s rate territory is apt 
to convey the impression that the lake cargo rates apply 
to all parts of C. F. A., while as a matter of fact they 
do not. They apply on the coal hauled to the lake ports 
for transshipment, whether within or beyond Central 
Freight Association territory. ‘There is need of an ad- 
jective that will show the difference but will not mislead. 
“Lake cargo coal” is a fairly descriptive -combination of 
words, but it includes too much. The rates meant do not 
apply to the coal when it has become part of the ship’s 
cargo. They apply only to the ports from which the ships 
carry it. “All-rail C. F. A.” might do, but it is too long. 





Supreme Court Decision Interests Attorneys.—Railroad 
attorneys are reading the decision of the U. S. Supreme 
Court in Great Northern, plaintiff in error, vs. J. H. Wiles, 
administrator of the estate of Dennis E. Wiles (Traffic 
World, April 29), with more than ordinary interest, be- 
cause the highest tribunal spoke plainly about the para- 
mount duty of the rear brakeman to protect his train. 
Dennis Wiles was a brakeman on a freight train which 
broke in two because a drawbar pulled out. On the theory 
that the railroad company was guilty of negligence, Wash- 
ington state courts gave a small judgment for damages. 
The Supreme Court reversed the case because the testi- 
mony was clear that Wiles utterly failed to protect the 
rear of his train, although the engineman jogged his 
memory with a signal to go back and flag the passenger 
train which Wiles knew was coming. The court also 
pointed out that Wiles’s duty, clearly defined by the 
rules, even before the pulling out of the drawbar, was to 
drop fuses on the track, because his train had been losing 
time, and he knew the freight was encroaching upon the 
schedule of the passenger train. “His fate gives pause 
to blame, but we cannot help pointing out that the tragedy 
of the collision might have been appalling,” says the 
opinion written by Justice McKenna. “He brought death 
to himself and to the conductor of his train. His neglect 
might have extended the catastrophe to the destruction 
of passengers in the colliding train. To excuse his neg- 
lect in any way would cast immeasurable liability upon 
the railroads and, what is of greater concern, remove 
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security from the lives of those who travel upon them; 
* * * ‘There was nothing to extenuate Wiles’s neg- 
ligence; there was nothing to confuse his judgment or 
cause hesitation. His duty was as clear as its perform- 
ance was easy.” 





Miner Succeeds Aristocrat.—‘“Davy” Lewis, the coal 
miner, who is uncertain as to whether he is prouder of 
having been a miner or of being, as he thinks, the “father 
of the parcel post” system, has been nominated for the 
U. S. Senate by the Democrats of Maryland, defeating 
Senator Blair Lee. The latter was not claiming anything 
as to humble origin, his first and last name indicating 
his connection with the best-known families of Maryland 
and Virginia. Lewis, who has represented the Cumber- 


land district in the House for two terms, was re-elected’ 


in 1914 by a narrow margin. His defeat of Blair Lee is 
attributed largely to Lewis’s devotion to organized labor 
and his championing of the parcel post system, which he 
did on the theory that the cost of living could be brought 
down if the producer and consumer could be brought into 
closer relation by means of the cheaper service of the 
Postoffice Department. When started the parcel post 
rates were less than the express charges. Lewis has a 
greater familiarity, it is believed, with the theory of rate- 
making than any man in either house of Congress. His 
speeches on rates have been read with interest and ap- 
preciation by men expert in such matters. 

Prospect of Sectional Division.—There is a prospect of 
a sectional division when the Commission comes to deal 
with the situation created by the permission given the 
Southern Railway to make proportional rates from Central 
Freight Association territory that will enable New Orleans 
to compete with New York for export traffic in a territory 
which is now wholly tributary to the north Atlantic ports. 
Discussion will extend beyond the Commission, and it is 
in that that the sectional division will be shown. One 
of the accusations laid against the Southern has been 
that its policy is controlled, not in the South, where it 
operates, but in New York. There can hardly be denial 
of the accuracy of a suggestion that the policy dictating 
the Southern’s making of the proportional rates is pro- 
South. No other railroad in its territory has undertaken 
as much as it to divert some of the traffic to southern 
ports. If the Southern should be permitted to place 
Charleston on a footing of equality with Norfolk, then, it 
is suggested, there will be a fight worth watching and 
one which undoubtedly will make the Atlantic ports take 
steps for the protection of that supremacy they now have 
in drawing traffic in the central West. In a physical 
sense, New Orleans is the equal, if not the superior, of 
New York for handling export traffic to and from such 
ships as can reach that city. At present thirty-five feet 
is the limit of draft for ships to reach that port. New 
York has a few feet more through her channels. 

A. B. H. 


BILL OF LADING ISSUES 
THE TRAFFIC SERVICE NEWS BUREAU 
Colorado Building, Washington, D. C. 
After years of effort, culminating in six months of in- 
tense application to the subject, shippers, carriers and 
the Commission have come to agreement as to what issues 
remain to be threshed out in respect to the uniform 
bills of lading which they have been trying to formulate. 
These issues are contained in parallel columns on the 
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backs of proposed forms and conditions of a merchandise 
bill, an export bill and a live stock bill of lading. 


Upon consideration of requests made by carriers and 
shippers at the conclusion of the recent conference on 
bills of lading, the Commission has decided to cancel the 
assignments now made for the filing of briefs and the 
making of arguments in this matter. May 10 was set for 
filing briefs and May 18 for arguments. These dates 
have been canceled and September 15 has been set as the 
date on or before which briefs must be filed and October 
20 has been set as the day for argument. 

Representatives of both shippers and carriers at the 
conclusion of the conference mentioned also requested 
that opportunity be afforded at an early day to present 
additional non-cumulative testimony on some of the ques- 
tions raised during the hearings and conferences. They 
expressed a desire that such hearing be set for New York, 
and in compliance with this desire on their part the 
Commission has set a hearing at New York in the As- 
sembly Room of the Merchants’ Exchange, Woolworth 
Building, for ,10 a. m., Friday, May 19. The hearing is 
to be held before Examiner Satterfield, who has been 
handling the subject for the Commission. After that 
hearing the submision of briefs as hereinbefore indicated 
and the arguments on October 20, the whole subject will 
stand as submitted. At this time the Commission is of the 
opinion that no further announcement with regard to dates 
for further hearings, filings of briefs or for the argument 
shall be made. This announcement, so far as the Com- 
mission is now advised, will be the final one. There is 
an idea among the Commissioners that enough money 
has been spent on hearings, conferences, postponements, 
further hearings, etc., and that it is time that the Com- 
mission take up the subject with a view to making an 
order that will be conclusive. 

Wihle the issues with respect to the merchandise or 
straight bill of lading and the export bill of lading have 
been clearly defined, the live stock bill as it will be con- 
sidered by the Commission is in the form proposed by 
the carriers. The record of the conferences will show 
some of the views of the live stock people, but there is 
no agreement between them and the carriers as to the 
points on which they hold what might be called irrecon- 
cilable views. The live stock people thought the Com- 
mission had misconstrued the Cummins amendment, so 
they declined to offer suggestions for amendments to a 
bill the carriers had based on the construction of the 
Cummins amendment made by the Commission. They are 
endeavoring to have Congress amend the Cummins amend- 
ment so as to express the views they thought they were 
having written into the law when the Cummins amend- 
ment was passed. 

The differences between the carriers and shippers with 
respect to the export bill have been agreed on and set 
down in parallel columns for the information of the Com- 
mission. Copies of the agreed statement of differences 
will be served on the carriers and given to shippers who 
apply, so that all may have full information as to the 
issues tendered to the Commission by the parties who 
engaged in the conferences and hearings on the subject. 


CHANGE IN DOCKET 
Due to the fact that complainant has filed an, application 
for dismissal in Docket No. 8440, O. L. Gregory, operating 
as the O. L. Gregory Vinegar Co., vs. Kansas City Southern 
et al., the hearing assigned for May 5, at Dallas, Tex., 
before Examiner McGehee, was canceled. 
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Decisions. of Interstate 


CEMENT PLASTER FROM TEXAS 


CASE NO. 7306 (38 I. C. C., 639-642) 
AMERICAN CEMENT PLASTER CO. VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY CoO. ET AL. 
Submitted April 3, 1915. Opinion No. 3558. 


Rates on cement plaster in carloads from Acme, Tex., to points 
in other states not found to be unreasonable but held to be 
unduly prejudicial. 





J. 8S. Burchmore and L. M. Walter for complainant; T. J. Nor- 
ton and A. A. Hurd for Atchison, Topeka & Santa Fe Ry. Co., 
Gulf, Colorado & Santa Fe Ry. Co. and Panhandle & Santa Fe 
Ry. Co.; C. P. Dowlin for Fort Worth & Denver City Ry. Co. 
DANIELS, Commissioner: 

The complainant is a Kansas corporation engaged in 
the manufacture and sale of cement plaster and other 
gypsum products, having plants at Acme, Tex., and points 
in other states. It here attacks as unreasonable and 
unjustly discriminatory the rates on cement plaster in 
carloads from Acme, Tex., to points on the line of the 
Atchison, Topeka & Santa Fe Railway, hereinafter re- 
ferred to as the Santa Fe, in the states of Oklahoma, 
Kansas, Colorado, Missouri, Iowa and Illinois. The al- 
leged unlawful discrimination and preferences are predi- 
cated upon a comparison with the rates available to com- 
plainant’s competitors shipping the same product from 
Acme and Oriental, N. M., to the same destinations. One 
of these competitors, the Acme Cement Plaster Co., has 
mills both at Acme, Tex., and Acme, N. M. 

There is no- proof that the rates under attack are un- 
reasonable per se. The only issue requiring consideration 
is that of discrimination and preference under section 3 
of the Act to regulate commerce. 

The complainant’s mill is located on a short spur con- 
necting with the main line of the Fort Worth & Denver 
City Railway Co. at Acme, Tex. The shipping point is 
named Agatite in the tariffs, but it has been referred 
to in evidence and briefs as Acme, and will be so named 
for the purposes of this case. Acme, Tex., is 139 miles 
south of Amarillo, Tex., via the line of the Fort Worth & 
Denver City Railway, at which point connection is made 
with the Santa Fe for destinations in northern Oklahoma 
and other states. Acme and Oriental, N. M., are located 
on the Pecos Valley line of the Santa Fe, the former 194 
miles, the latter 272 miles southwest of Amarillo. The 
distances from Acme, Tex., are therefore less than from 
Acme, N. M., by 55 miles, and less than from Oriental, 
N. M., by 133 miles. 

The rate adjustment attacked is shown in the following 
table in which are compared rates on cement plaster in 
carloads, stated in cents per 100 pounds, from Acme, Tex., 
and Acme, N. M., via the Fort Worth & Denver City and 
the Santa Fe to representative points on the line of the 
latter carrier: 

FROM ACME, TEX. (MINIMUM CARLOAD WEIGHT, 30,000 
‘ POUNDS). 


Ton-mile 

Distance, Rate, earnings, 

_ To— miles, cents. mills. 
Wood Weil, SONU. cacdcso ces ccctte's 308 *15.0 9.7 


Kiowa, Rae o3 sec t.0t i sc Aes ces 382 15.0 7.9 
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Commerce Commission 


ae 
bog so) a 450 15.0 6.7 
pe eee bares oa 497 *15.0 6.0 
pO gS RR pe eS oe 577 15.0 5.2 
a Se ree 604 15.0 5.0 
SI, OR 50.5 thls wh 8 s0 0 oo bn 08 638 15.0 4.7 
pT EE Re err vt 690 15.0 4.3 
oe Se Pree 700 17.0 4.9 
Port Madison, TOWA) 6.2.6.0 csc cs we 911 21.0 4.6 
ae ore 935 *22.5 4.8 
Ce NG ok ok cb ce od occsgnw case 1,148 *25.0 4.4 





*Minimum carload weight 40,000 pounds. 
FROM ACME, N. M. (MINIMUM CARLOAD WEIGHT 30,000 
POUNDS). 


Ton-mile 

Distance, Rate, earnings, 

To— miles, cents. mills. 
bo se, err « 363 13.0 7.2 
ey ee ee eat Coe 437 13.0 5.9 
PCED, ENR. | 0.5 p0we pevdsees ge 505 13.0 5.1 
EEE. “SEE GS aWic.0-0 0:4 btes0 sc 552 *13.0 4.7 
ER no ko op cc BSS es a weers 632 13.0 4.1 
oo ee ea es ere 659 13.0 4.0 
po ES ee ee 693 43.0 3.8 
EE MO. 5 ooo ad 6 bak ©4000 745 13.0 3.5 
ES a 3.5 asia 0o's.0an.eh bao wel 755 15.0 4.0 
Fort -.Wadison, TOWG « .. 2. cwccecee 966 19.0 3.9 
oo. a are 990 *20.5 4.1 
EE a aaa ah nee 1,203 *23.0 3.8 





*Minimum carload weight 40,000 pounds. 


The rates above named as applicable from Acme, N. M., 
are also in effect from Oriental. The rate of 13 cents 
from Acme, N. M., is blanketed to stations on the Santa 
Fe from Goodwin, Okla., 326 miles, to St. Joseph, 764 
miles. To a number of competitive points the St. Louis 
& San Francisco Railroad Co. and the Missouri, Kansas 
& Texas Railway Co. carry the same rates from Acme, 
Tex., as are named by the Santa Fe from Acme and 
Oriental, N. M., but at all non-competitive points on the 
Santa Fe the rates published by that carrier are uniformly 
lower from the New Mexico points than from Acme, Tex. 

To Chicago a rate of 20 cents is applicable from Acme 
and Oriental, N. M., with a minimum weight of 60,000 
pounds. To Stronghurst, Ill., from the same points a rate 
of 17.5 cents is in effect with the same minimum. Rates 
on cement plaster, with the minimum weight of 60,000 
pounds, are not published by the Santa Fe for application 
from Acme, Tex., to the points above named. Other lines 
of railway, however, name these lower rates from Acme, 
Tex., to Chicago and certain other points, applicable to 
the higher minima. Where the minimum weights are 
40,000 pounds or lower from Acme, Tex., and from Acme 
and Oriental, N. M., there is a differential of 2 cents 
in favor of the latter points to all non-competitive Santa 
Fe stations, and in a few cases lower rates are in effect 
from the New Mexico mills with a 60,000-pound minimum, 
an adjustment which is not accorded by the defendant to 
Acme, Tex. The desire of the complainant is to secure 
a rate adjustment to Santa Fe stations which is upon an 
equality with that available to its New Mexico competitors. 

The defendants contend that New Mexico does not 
afford sufficient markets for the products of its cement 
plaster mills, and that the tonnage of all commodities 
secured by the Santa Fe in that state is comparatively 
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small; that to afford these mills an outlet in other states 
and thus to increase its tonnage the Santa Fe has estab- 
lished rates from the New Mexico points which yield 
earnings considerably lower per ton-mile than the average 
earnings of its entire system from the transportation of 
the same commodities; and, further, that as the points 
of origin and destination are on its own line, the Santa 
Fe receives all of the revenue; that the rates thus estab- 
lished are lower than it is willing voluntarily to publish 
for application from a point on the line of another car- 
rier with which the revenue must be divided. For the 
movement from Acme, Tex., to Amarillo the Fort Worth 
& Denver City Railway receives 34% cents per 100 pounds 
as its division of the through rates, and it is stated that 
any reduction in rates from that point of origin would 
have to be absorbed wholly by the Santa Fe. 


In determining the issue as to undue prejudice here 
involved consideration should be given to the compara- 
tively low level of the rates on cement plaster from 
Acme, Tex., and to the necessary division of the revenue 
between the carriers.- The average net ton-mile revenue 
on cement plaster and lime upon the Santa Fe for 1914 
was 9.73 mills. To given representative points on the 
Santa Fe in Oklahoma, Kansas, Colorado, Missouri and 
Illinois, the ton-mile earnings from Acme, Tex., varied 
from 4.07 mills for a haul of 1,106 miles to 9.93 mills 
for a haul of 302 miles, and averaged 5.65 mills. Upon 
the movement from that point, however, the distances are 
uniformly less than from Acme, N. M., while the dif- 
ferential of 2 cents for the two-line haul and the division 
to the initial line remain the same, although the rate 
increases to the more distant points. It also appears that 
the lower rates with higher minima which are in effect 
from the New Mexico points have not been accorded to 
Acme, Tex. 


As has been shown, the rate of 13 cents from Acme 
and Oriental, N. M., is blanketed to certain stations on 
the Santa Fe for an average distance of over 500 miles. 
To points taking higher rates via that carrier than this 
group, the rates from Acme, Tex., should not exceed those 
in effect from Acme and Oriental, N. M. Accordingly, 
we are of opinion and find that the rates here attacked 
are unduly prejudicial to the complainant upon shipments 
of cement plaster in carloads from Acme, Tex., to all 
those points on the Santa Fe embraced in the complaint 
which take rates from Acme and Oriental, N. M., on this 
commodity higher than 13 cents, as shown in Santa Fe 
system tariff No. 8125-F, I. C. C. No. 6069, effective July 
1, 1912, to the extent that the rates from Acme, Tex., 
exceed the rates from Acme, N. M. No proof of damage 
having been made with respect to the discrimination here 
found to exist, reparation is denied. An order will be 
entered accordingly. 


PENINSULAR & OCCIDENTAL STEAM- 
SHIP CO. 


CASE NO. 6914 (38 I. C. C., 662-664) 

APPLICATIONS OF THE FLORIDA EAST COAST RAIL- 
WAY CO. AND ATLANTIC COAST LINE RAILROAD 
CO. UNDER SECTION 5 OF THE ACT TO REGU- 
LATE COMMERCE, AS AMENDED BY SECTION 11 
OF THE PANAMA CANAL ACT, IN CONNECTION 
WITH THE OPERATION OF THE PENINSULAR 
& OCCIDENTAL STEAMSHIP CoO. 

Opinion No, 3561. 

Upon further consideration of all the facts of record, and in 
view of the revisions in the rates and the divisions thereof 
made by petitioners and the steamship company; Held, 
That the continued ownership and operation of the steam- 
ship company by petitioners as at present conducted will 
neither exclude, prevent, nor reduce competition on the 
route by water under consideration, and that the applica- 


tions should be granted, subject to such further order or 
orders as may hereafter be entered by the Commission. 





Same appearance as in original report. 


MEYER, Chairman: 

In the original report in this case, 37 I. C. C., 432 (The 
Traffic World, Jan. 22, 1916, p. 186), involving the appli- 
eations of the Florida Hast Coast Railway Co. and the 
Atlantic Coast Line Railroad Co., under section 5 of the 
Act to regulate commerce, as amended by section 11 
of the Panama Canal act, for authority to continue their 
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joint ownership of, and to operate beyond July 1, 1914, 
the Peninsular & Occidental Steamship Co., hereinafter 
referred to as the steamship company, the Commission 
found the operation of the steamship company as a whole 
to be in the interest of the public and of advantage to 
the convenience and commerce of the people. No order, 
however, was entered, because of certain phases of the 
steamship company’s operations which did not appear to 
be in harmony with the spirit of the law, and it was 
directed that the case be held open for a period of 60 
days to afford petitioners an opportunity to revise their 
rates and the divisions thereof in conformity with the 
views of the Commission. The present report- relates 
to the action taken by petitioners and the steamship com- 
pany to remove the ground of criticism referred to above. 

On Feb. 22, 1916, the manager of the steamship com- 
pany addressed a letter to counsel for petitioners de- 
scribing in detail the changes in rates and the divisions 
thereof determined upon to meet the views of the Com- 
mission as expressed in the original report. The state- 
ments of the manager of the steamship company herein- 
after quoted are taken from a copy of this letter filed 
with the Commission. 


With regard to the so-called Port Tampa route, the 
Commission in its original report said, at page 439: 


* * * The'‘distance between Jacksonville and Havana over 
the Coast Line via Port Tampa is 609 miles, while the distance 
over the East Coast via Key West between the same points is 
627 miles. The former route comprises a rail haul of 249 
miles and a water haul of 360 miles; the latter route a rail haul 
of 522 miles and a water haul of 105 miles. For this reason 
under normal conditions the cost of operation, and therefore 
the rates via the Port Tampa’ route, should be lower than, or 
at least as low as, the rates via the Key West route, yet the 
rates via the Port Tampa route are in many instances higher 
than the rates via the Key West route. * * * 


Referring to this relationship of the rates over the two 
routes, the manager of the steamship company states: 


* * * To remedy this condition we have adopted a plan of 
establishing through rates from all territories to Key West, 
Fla., when for export to Havana. The through rate to Key 
West will be the same on business routed either via the Florida 
East Coast or the Coast Line to Port Tampa. This also applies 
to rates to and from Jacksonville proper, which gives the Port 
Tampa route an equal chance on the Havana business. 


An examination of the tariffs filed with the Commission 
covering the changes outlined above discloses a substan- 
tial compliance with the recommendations contained in 
the original report herein relative to the rate adjustments 


involved. 

The manager of the steamship company also gives the 
percentages to be observed in calculating the divisions 
accruing to the various carriers participating in the re- 
vised rates, and states: 


* * * Jn dividing these rates it was decided to allow the 
Pininsular & Occidental Steamship Co. the same proportions 
between Key West and Havana via Port Tampa as now accrue 
on business moving via the Florida East Coast Ry., Key West, 
and the Peninsular & Occidental S. S. Co. * * #* 


Discussing the paucity of through traffic moving over 
the Seaboard Air Line to Tampa, thence over the Coast 
Line and steamship company to Key West and Havana, 
the Commission said, at page 439 of its report: 


The record discloses, however, that the divisions accruing to 
the Seaboard on traffic moving over this route are not calcu- 
lated to induce the movement of through freight via Port 
Tampa. The Seaboard’s haul from Jacksonville to Tampa is 
211 miles, and the division of the through rate which it receives 
ranges from 18 to 32 per cent. The Coast Line’s haul from 
Tampa to Port Tampa is about 9 miles and the water haul of 
the steamship company to Cuba about 460 miles, for which 
service these companies jointly receive from 68 to 82 per cent 
of the through rate. 


In this connection the manager of the steamship com- 
pany advises: 


It was decided that on traffic moving to Havana via the Sea- 
board Air Line to Tampa, Atlantic Coast Line R. R. to Port 
Tampa, thence via the Peninsular & Occidental S. S. Co., the 
Peninsular & Occidental S. S. Co. will receive the same propor- 
tion as accrues on business handled direct by the Coast Lin« 
via Port Tampa, the proportions accruing from Jacksonville to 
Port Tampa to be subdivided as follows: Seaboard Air Line 
Ry., Jacksonville to Tampa, 75 per cent; Atlantic Coast Line 
R. R., Tampa to Port Tampa, 25 per cent. 


This new basis of divisions appears more equitable than 
the basis formerly in effect. 

It is to be observed that our conclusions with respect 
to divisions are based on the percentage bases enumerated 
in the letter mentioned above, which were accepted in 
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lieu of the actual divisions. The Commission will require 
that it be immediately advised of any changes in the 
percentages now on file. 

Upon further consideration of all the facts of record, 
and in view of the revisions in the rates and the divisions 
thereof made by petitioners and the steamship company, 
we are of the opinion and find that the continued owner- 


ship and operation of the steamship company by peti- — 


tioners as at present conducted will neither exclude, pre- 
vent, nor reduce competition on the route by water under 
consideration, and that the applications should be granted, 
subject to such further order or orders as may hereafter 
be entered by the Commission. 

An appropriate order will be entered. 


C.F. A. TERRITORY FRESH MEAT AND 
PACKING-HOUSE PRODUCT RATES 


1. AND S. NO. 693 (38 I. C. C., 665-668) 
Submitted Feb. 23, 1916. Opinion No. 3562. 


1. By the suspended tari schedules respondents proposed cer- 
tain increased rates for the transportation of fresh meats, 
packing-house products packed, and packing-house prod- 
ucts loose, between points in Central Freight Association 
territory. Subsequent to the hearing and in view of the 
Commission’s decision in Eastern Live Stock Case, 36 I. C. 
C., 675, respondents abandoned their claims to have justified 
the rates under suspension and asked that rates not pub- 
lished in the suspended schedules be approved. In the 
meantime the Commission extended a pending general in- 
vestigation so as to include Official and Southern Classifi- 
eation territories. Upon all the facts, Held, That the sus- 
pended schedules should be canceled, but without prejudice 
to the filing of new tariffs naming rates on packing-house 
products packed and packing-house products loose. 

-roposed increased carload minma applicable to the trans- 
portation of fresh meat and packing-house products loose, 
between points in Central Freight Association territory 
found to have been justified. 


— 





Ernest S. Ballard, William W. Collin, Jr., and T. H. Burgess 
for respondents; H. K. Crafts, A. R. Urion, Charles J. Faulk- 
ner, Jr., Walter E. McCornack, A. W. McLaren, E. W. Skip- 
worth, Luther M. Walter, John S. Burchmore, R. D. Rynder, 
William E. Lamb, Harry Eugene Kelly, Thomas Creigh, Ed- 
ward E. Gates and D. R. Brown for various protestants, 


MEYER, Chairman: 

By the suspended tariffs respondents proposed increased 
rates applicable to the transportation of fresh meat, pack- 
ing-house products packed, and packing-house products 
loose, between points in Central Freight Association terri- 
tory, and increased carload minima applicable to fresh 
meat and packing-house products loose for the same move- 
ments. The rates thus proposed for fresh meat are 144 
per cent, for packing-house products loose 115 per cent, and 
for packing-house products packed 100 per cent of the 
mileage scale of live-stock rates, which was under con- 
sideration and found not justified in Hastern Live Stock 
Case, 36 I. C. C., 675, 677 (The Traffic World, Dec. 18, 1915, 
p. 1250). 

In view of our decision in that case, which was an- 
nounced subsequent to the taking of this record, respond- 
ents concede that they have not justified the rates here 
under ‘suspension and that the tariffs should be canceled. 
We are urged to find that rates not published in the sus- 
pended schedules have been justified by the evidence before 
us. Thus it is now proposed that rates on fresh meat be 
made 144 per cent of the live-stock scale found reasonable 
in Eastern Live Stock Case, supra; that rates on packing- 
house products loose should take the fourth-class basis 
and rates on packing-house products packed the fifth-class 
basis. 

Some of the protestants insist that these rates as now 
proposed were not in issue at the hearing and therefore 
have not been the subject of adequate investigation. Since 
they are lower than the rates in the suspended schedules, 
the Commission unquestionably has power to find that they 
have been justified if the facts of record so warrant. It is 
also within the power of the Commission to withhold ap- 
proval of these rates if necessary either to secure a more 
complete disclosure of facts or to avoid the denial of sub- 
Stantial justice to respondents as well as protestants. 

Respondents here urge that rates on fresh meat should 
be 144 per cent of rates on live stock upon the ground, 
among others, that this relationship was approved by the 
Commission in Eastern Live Stock Case, supra. In this 
they are under a misapprehension, for in that case the 
guestion of relationship, although sought to be put in issue 
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by some of the protestants, was not considered. At page 
707, the Commission said: 

In the instant case protestants representing packing interests 
located west of the Mississippi River, including interior Iowa 
points, have asked the Commission to make substantial read- 
justments in the relation between rates on live stock, fresh 
meat and packing-house products. For this the present record 
affords no adequate basis, but the investigation which has been 
instituted by the Commission will afford an opportunity for the 
full presentation of facts by all interests. It is not unlikely 
that the conclusions reached as a result of that investigation 
will have a bearing upon the rates and relationships here in- 
volved, and in that event the rates here approved may subse- 
quently require readjustment. 

The scope of the investigation there referred to has been 
extended so as to include Official and Southern Classifica- 
tion territories. Live Stock and Products Case, Docket 8456, 
et al. The question as to the relation of rates on fresh 
meat to rates on live stock is in issue in that investigation 
and should be there determined. 

Upon movements from Central Freight Association ter- 
ritory to Trunk Line territory packing-house products 
packed take the fifth-class rates and packing-house prod- 
ucts loose, fourth-class rates. This is also true of move- 
ments within a substantial part of Central Freight Asso- 
ciation territory. Some of the protestants urge that rates 
on packing-house products loose should not exceed rates 
on packing-house products packed, while others: take this 
position only as to some of the articles contained in the 
list which we have described as packing-house products 
loose.* The same rates apply on packing-house products, 
packed and loose, in other territories, see Eastern Live 
Stock Case, supra, and from Central Freight Association 
territory to the Virginia cities as an exception to the 
general adjustment in Official Classification territory. 

The rates now sought to be justified on packing-house 
products packed and packing-house products loose would 
therefore conform to the basis generally, although not 
uniformly, effective in Official Classification territory, while 
their relation would differ from that which exists in other 
territories. These differences. are not here in issue, but 
are clearly within the scope of our general investigation. 

The interior Iowa packers urge that the rates proposed 
in the suspended schedules, if permitted to become effective, 
would result in unjust discrimination against interior Iowa 
points and in undue preference to-packers which ship from 
Missouri River points, such as Sioux City, Iowa, Omaha, 
Neb., and Kansas City, Mo. The basis of this contention 
is the fact that the proportional rates applicable to trans- 
portation of fresh meat and packing-house products, packed 
and loose, from the Mississippi River to points in Central 
Freight Association territory when the shipments originate 
at the Missouri River are not applicable to shipments which 
originate at interior Iowa points. The present adjustment 
of rates stated in cents per 100 pounds is this: The local 
rate on fresh meat from Omaha to the east bank Mississippi 
River crossings is 18.5 cents; to Chicago, 23.5 cents. From 
Chicago to Buffalo, N. Y., the rate is 28.4 cents, making the 
Chicago combination to that point 51.9 cents. The local 
rate from East St. Louis, Ill, to Buffalo is 33.6 cents, 
making the combination of local rates from Omaha via 
East St. Louis 52.1 cents. To equalize this gateway with 
Chicago respondents publish a proportional rate from East 
St. Louis of 33.4 cents. This proportional rate is made 
applicable from all east bank Mississippi River crossings 
upon shipments from the Missouri River for the purpose 
of equalizing those crossings with East St. Louis, but is not 
made applicable to shipments from interior Iowa points. 
Shipments originating at those points move east from the 
Mississippi River on a proportional rate which is the 
same as the local rate from East St. Louis. To Buffalo 
this rate, as stated, is 33.6 cents. The result is that the 
proportional rate applicable to shipments originating at 
interior Iowa points is 0.2 cent higher than the propor- 
tional rate applicable to shipments originating at Omaha. 





*The term packing-house products loose is used to designate 
articles frequently described as bulk meats. As defined in the 
brief of one of the protestants this term includes three classes 
of meats: First, boneless chucks, shank meats, neck meats, 
beef and pork trimmings, etc., salted: second, hog meats packed 
in ice or salt, or both, consisting of hams, shoulders, sides and 
other hog meats in bulk, which partially cure in transit; third, 
bulk cured meats, consisting of dry, salted, smoked and sweet 
pickled meats. This protestant suggested that bulk cured 
meats should take the same rates as packed cured meats, 
which under the designation packing-house products packed 
include all cured and manufactured meat products in packages. 
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The rates‘in the suspended schedules are made upon the 
same principle, but the difference between the proposed 
local rate from East St. Louis to Buffalo and the proposed 
proportional rate from that gateway which would equalize 
the Chicago combination on Omaha traffic is 2.5 cents. 
This would increase the spread between the rates applicable 
from east bank Mississippi River crossings on Omaha traffic 
and on interior Iowa traffic by 2.3 cents. In connection 
with the contention that this would be unjustly discrimina- 
tory, it should be noted that to the east bank Mississippi 
River crossings proportional rates apply on interior Iowa 
traffic, while local rates apply on Omaha traffic. The ques- 
tion whether the interior Iowa points are subject to undue 
prejudice must be determined by a consideration of the 
aggregate charges from point of origin to destination and 
not by a test of factors by which but a part of those 
charges are made. This proceeding does not embrace the 
rates from the Missouri River and from interior Iowa 
points to the Mississippi River, nor the through rates from 
those points to destination. The issue is one, therefore, 
which .cannot be determined here, but may properly be 
considered in the pending general investigation. 

As to fresh meat, our order canceling the suspended 
tariffs will require the maintenance of the current rates 
as maxima during the pendency of our investigation, but 
not to exceed two years. As to packing-house products 
packed and packing-house products loose, the order of can- 
cellation will be made without prejudice to the filing of 
new tariffs. 

It is proposed to increase the carload minimum on fresh 
meat from 20,000 to 21,000 pounds and on packing-house 
products loose from 28,000 to 30,000 pounds. Some of the 
protestants do not oppose these propsed increased minima. 
They were approved in Eastern Live Stock Case, supra, 
page 706, and the evidence here confirms the judgment 
there expressed. We find that they have been justified. 

An order will be entered accordingly. 


RATES ON IRON AND STEEL ARTI- 
CLES TO SPOKANE AND OTHER 
POINTS 


1. AND S. NO. 711 (38 I. C. C., 669-671) 
Submitted Nov. 26, 1915. Opinion No. 3563. 


Proposed increased rates on sheet iron and steel, No. 12 and 
lighter, from eastern defined territories to Spokane, Wash., 
found to be in violation of Fourth Section Order No. 124. 
and rene not justified. Suspended schedules ordered 
canceled. 





John F. Finerty for Great Northern Ry. Co.: S. J. Henry for 
Northern Pacific Ry. Co.; H. Schutz for Spokane Inter- 
national Ry. Co.; A. W. Hawkins for Oregon-Washington R. R. 
and Navigation Co.; J. B. Campbell for protestant. 


MEYER, Chairman: 

This proceeding involves the lawfulness of proposed 
increased rates on sheet iron and steel, No. 12 and lighter, 
from eastern defined territories to Spokane, Wash., and 
to north Pacific coast terminals. Rates are herein stated 
per 100 pounds. In Commodity Rates to Pacific Coast 
Terminals, 32 I. C.C.,611 (The Traffic World, Feb. 13 and 
20, 1915, pp. 306 and 352), decided Jan. 29, 1915, we author- 
ized certain rates on commodities to Pacific coast terminals 
with higher rates to intermediate points, provided that 
in all instances where the carriers sought to continue 
or to establish a rate of 75 cents, or higher, from the 
Missouri River to the Pacific coast, such rate must not 
be exceeded at any intermediate point, and provided fur- 
ther that rates from Chicago, Pittsburgh and the Atlantic 
seaboard to intermediate points must not exceed the 
the rates from the Missouri River to the same points 
by more than 15, 25 and 35 cents, respectively. By their 
petition in that proceeding the carriers sought authority 
to establish a rate of 75 cents on the item in question 
from the Missouri River and points east thereof to the 
Pacific coast terminals. This item was stated in the 
tariffs and referred to in the proceeding as No. 2345-A, 
as shown in the appendix to the Commission’s report at 
page 644. By inadvertence a prefix “5” appears therewith 
which refers to a note reading “transfer to schedule B.” 
This prefix appears before a number of items in the 
prepared list, and was intended to indicate that the car- 
riers had withdrawn any claim for additional relief under 
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the fourth section with regard to such items, and would 
publish the rates on such items to intermediate points 
in accordance with the terms of our original Fourth Sec- 
tion Order. No. 124, of June 22, 1911. The Commission, 
in its report of Jan. 29, 1915, required certain items con- 
cerning which additional relief was sought to be trans- 
ferred to the schedule B list. Such items are enumerated 
on page 617 of the report, and do not include the item 
here involved. The appearance of said prefix before this 
item was therefore a mistake. The item was published 
as item 1392-A in supplement 16 to R. H. Countiss’s tariff 
I. C. C. No. 997, effective July 15, 1915, but, as published, 
the terminal rates did not conform to the plans of the 
carriers as set out in their petition to the Commission. 
In the table below are shown the rates on this item 
to Spokane and Pacific coast terminals at the time the 
petition of the carriers was filed with the Commission, 
and also the rates proposed by the carriers and the rates 


authorized by the Commission: 
From groups— 
Rates to— A B Cc D 
cents. cents. cents. cents. 
Pacific coast terminals at time petition 


IE Sh ne Gat Nin acm Reb eet tie Ks 95 95 95 95 
Spokane at time petition was filed...... 129 129 124 113 
Terminals proposed in petition.......... 75 75 75 75 
Spokane proposed in petition.........%. 129 129 124 113 
Terminals authorized by Commission.. 75 75 75 75 
Spokane authorized by Commission..... 110 100 100 90 

E F G J 


cents. cents. cents. cents. 
Pacific coast terminals at time petition 


Op a ee ere aaa 95 95 95 75 
Spokane at time petition was filed...... 111 99 99 89 
Terminals proposed in petition.......... 75 75 75 60 
Spokane proposed in petition ......... 111 99 99 8&9 
Terminals authorized by Commission.. 75 75 75 60 
Spokane authorized by Commission.... 90 75 75 75 


The rates, however, on this item as published July 15, 
1915, to Spokane and to the terminals were as follows: 
From ose aa 

B 


Rates to— 

cents. cents. cents. cents. 

INI 2 iin, cr sialhae Ski ite ay Gxt Sia ante aaah 75 75 75 65 
erie See errs, 100 90 90 80 
G J 

cents. cents. cents. cents. 

I Stig a wird eos ao ts ee ote Rae 65 65 65 50 
NO Cnirkss Baus ond suchandion sa eeeaaeee 80 65 65 65 


It will be observed that as published the disparity be- 
tween the rates to Spokane and to the terminals in no 
instance is greater than was authorized by the Commis- 
sion. All of these rates to Spokane, however, are less 
by 10 cents than the Commission authorized, and in item 
1392-B of supplement 17 of the tariff above named, the 
carriers proposed to increase the Spokane rates to the 
amounts authorized by the Commission: The rates pro- 
posed in supplement 17, published to become effective 
Sept. 20, 1915, are as follows: 

From groups— 


Rates to— ; A B C D 
cents. cents. cents. cents. 

NS a reas gales ec beuads been oes 75 75 75 65 
Ee. GORRE QIN: ‘oie oc cic sc decscaccess foc ae 80 80 70 
ee RR Re, Pee 110 100 100 90 
E F G J 

cents. cents. cents. cents. 

| ee I key a ang Pee we 5 f ) 
UE EI 5c ow ccremete ans O40 70 65 65 55 
Spokane ....... Pe SES, Sey Re ER ee Ie Se Ne 90 75 75 - 75 


By appropriate orders of the Commission the schedules 
naming these rates were suspended until July 18, 1916, 
pending investigation. The suspended rates to Spokane 
are those authorized by the Commission in the event the 
rates named in the carriers’ petition were applied to the 
terminals; but the rates published from groups D, E, F, 
G and J to the terminals are 10 cents less than the rates 
named in the carriers’ petition. The relation of rates 
which would be thus brought about as between Spokane 
and the coast cities would be violative of that part of 
Fourth Section Order No. 124, of Jan. 29, 1915, which reads 
as follows: 

It is further ordered, That the degree of deviation herein per- 
mitted as between the terminal rates herein approved and the 
maximum intermediate rates herein authorized shall be the 
maximum amount by which these petitioners are permitted to 
depart from the rules of the fourth section, and the disparity 
between the rates to the terminal points and to intermediate 
points shall not be widened except under further orders of th« 
Commission. 


A further attempt fo change the rates appearing in the 
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item under consideration was made in item 1392-C of 
supplement 18 to the tariff named above, filed to become 
effective on Oct. 20, 1915, but which was also suspended 
until July 18, 1916. The only further change proposed 
is with regard to the rates from groups F and G to in- 
terior coast cities, but the latter supplement is in this 
respect open to the same objection as pointed out above 
with respect to the rates named in supplement 17. The 
rates objected to as applied to Spokane are the rates 
authorized by the Commission to be applied at that point, 
and are very much less than the rates published to that 
point prior to July 15, 1915. The relation of rates, how- 
ever, as between Spokane and the coast terminals is 
unlawful and in violation of the order of the Commission. 
The schedules under suspension must be canceled, and 
rates on the item in question should be published to the 
coast terminals and intermediate points in strict com- 
pliance with Fourth Section Order 124, of Jan. 29, 1915. 
An order will be entered canceling the suspended sched- 
ules. 


EASTMAN CASE DISMISSED 


The Commission has dismissed No. 3848, Shippers of 
Eastman, Ga., vs. Southern et al., Opinion No. 3564, 38 
I. C. C. 672-4. It held that the class and commodity rates 
from New York, Cincinnati and Memphis to Eastman had 
not been shown to be either unreasonable or unduly dis- 
criminatory. The report said the issues presented were 
so fully covered in the adjustments made as a result of 
the Commission’s decision with regard to Fourth Section 
violations in the Southeast (30 I C. C. 153) that a special 
report as to adjustments existing at any earlier date was 
unnecessary. 


MISROUTING OF LUMBER 


In Complaint No. 7314, Meeds Lumber Co. vs. Ala. & 
Vicks. et al., Opinion No. 3566, 38 I. C. C., 679-81, the Com- 
mission has awarded reparation on account of misrouted 
shipments of lumber from Louisville, Miss., to Sylacauga, 
Ala. The Commission found that the rates on the routes 
over which the lumber actually moved were not shown to 
be unreasonable, but that the shipments were misrouted. 


CORN AND OATS TO KANSAS 


The Commission has dismissed No. 7228, Moore-Seaver 
Grain Co. et al. against the Union Pacific et al., Opinion 
No. 3567, 38 I. C. C., 682-4, holding that charges collected 
on corn and oats from points in South Dakota, Minnesota 
and Iowa to Kansas destinations stopped in transit at 
Kansas City were not in excess of the lawful tariff. 


RATES ON CASTINGS 


Reparation has been awarded in No. 7743, Englehart 
Heating Co. vs. the Nashville, Chattanooga & St. Louis 
et al., Opinion No. 3568, 38 I. C. C., 685-6, on account of 
illegal charges collected on various L. C. L. shipments of 
rough sectional boiler castings from Chattanooga to At- 
lanta. Charges were collected as if the castings were 
“heating furnace parts,” at the rate of 41 cents. Commis- 
sion found that as rough castings they were entitled to 
rates of 25 cents and 20 cents, according to the rate of 
each article. 


REPARATION DENIED 


The Commission has denied reparation in No. 7721, Up- 
dike Hlevator Co. et al. vs. Chicago, Rock Island & Pacific 
et al., Opinion No. 3569, 38 I. C. C. 687-8, holding that rates 
on oats and corn from Omaha and South Omaha to Doug- 
las, Naco, Hereford, Warren and Port Huachuca, Ark., 
had not been shown to be either unreasonable or unjustly 
discriminatory. 


RATE ON CROSS TIES . 


In Complaint No. 7745, Nashville Tie Co. against the 
L. & N., Opinion No. 3570, 38 I. C. C., 689-90, the Commis- 
sion reiterated its holding that the rate on ties should not 
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exceed the rate on lumber of the kind of wood from which 
the ties were made. The shipments in question moved from 
Cumberland Furnace and Sylvia, Tenn., by way of Guthrie, 
Ky., to Nashville. Reparation amounting to $476, with 
interest from June 1, 1913, was awarded, and the rate on 
crossties was ordered to be brought down to the lumber 
rate on or before June 15. 


CHARGES ON COAL 


The Commission has dismissed No. 7691, Colorado Fuel 
Co., Ltd., vs. Colorado & Southern et al., Opinion No. 3571, 
38 I. C. C., 690-2, holding that charges on one carload of 
nut coal from Walsenburg to Hickory Canon, Colo., recon- 
signed to Coldwater, Kan., had not been shown to be un- 
reasonable either by reason of the rule forbidding recon- 
signment after the lapsing of 72 hours from the time of 
arrival or the rate itself. 


RATES ON MOULDING SAND 


The Commission has discussed Complaint No. 7734, 
Fargo Foundry Co. vs. Northern Pacific, Opinion No. 3572, 
38 I. C. C. 693-4, holding that rates on moulding sand 
from St. Paul to Fargo, N. D., had not been shown to be 
unreasonable. 


RATES ON BRAN 


The Commission has dismissed 7941, Hunter-Robinson- 
Wenz Milling Co. vs. St. L. I. M. & S. et al., Opinion No. 
3573, 38 I. C. C., 695-6. The complaint was that a rate of 
10 cents on bran from Memphis, Tenn., to Gulfport, Miss., 
originating at Jackson, Mo., and reconsigned at Memphis, 
was unreasonable and that defendants’ rules relative to re- 
shipping rates on bran from Memphis to Gulfport were un- 
reasonable and unduly prejudicial. The Commission held 
that the rates and rules attacked were inapplicable to the 
shipments involved and that the legal joint rate from 
Jackson to Gulfport should have been applied.. That legal 
rate is 16 cents. The charges collected amounted to 18 
cents, and the carriers are expected to refund the difference. 


ASCERTAINING NET WEIGHT 


CASE NO. 7801 (38 I. C. C., 697-699) 
EASTERN & WESTERN LUMBER CO. VS. SOUTHERN 
PACIFIC CO. ET AL. 

Submitted Sept. 22, 1915. Opinion No. 3574. 
Defendants’ charges for the transportation of a carload of lum- 
ber under practices and published rules for ascertaining the 
net weight, by taking the difference between the gross 
weight of car and shipment at point of origin and the actual 
tare at final destination, not found to be unreasonable. 

Complaint dismissed. 





Cc. B. Duffy for complainant; B. C. Dey and W. B. Fenton for 
defendants: F. G. Donaldson and W. C. McCulloch for West 
Coast Lumber Manufacturers’ Association, intervener. 


BY THE COMMISSION: 

Complainant is a corporation engaged in manufacturing 
lumber, with its’ principal office at Portland, Ore. By 
complaint, filed March 1, 1915, it alleges that defendants’ 
charges for the transportation of a carload of lumber from 
Portland to McGill, Nev., shipped June 23, 1914, were 
based on an excessive weight and were unjust and un- 
reasonable. Reparation is asked in the sum of $5.02, and 
the assessment of charges on future shipments on the 
basis of the difference between the gross and tare weights 
on the McGill scales. The West Coast Lumber Manu- 
facturers’ Association intervened in behalf of complainant. 

The shipment consisted of 3 by 12 inch kiln-dried fir 
planking and moved over the lines of the Southern Pacific 
Co. and the Nevada Northern Railway. It was in transit 
about 18 days. It was loaded in a _ steel underframe 
wooden box car with a tin roof, marked tare 43,600 pounds. 
The shipment was weighed June 23, 1914, on Portland 
terminal track scales, which registered a gross weight 
of 96,000 pounds. It was check weighed at Roseburg, 
Ore., June 24, when the gross weight registered was 
96,200 pounds. On July 11 it was reweighed, loaded and 
light, at McGill, the gross weight indicated being 95,120; 
actual tare weight, 42,660 pounds. Defendants collected 
charges at the tariff rate of 57 cents per 100 pounds on 
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53,340 pounds, the difference between the gross weight 
at Portland and the actual tare weight at McGill. The 
accuracy of the Portland scales is not questioned. 

Complainant insists that the McGill scales were weigh- 
ing light, and offered in evidence the tare weight of the 
car in question as determined four months before and 
again seven months after the shipment moved. The 
former was 43,600 pounds, the latter 43,100 pounds, while 
the actual weight at McGill was 42,660 pounds. Defend- 
ants’ witness could not account for the rather unusual 
difference between the McGill weight and the others, al- 
though he attributed it to the mechanism of the scales. 
Complainant asserted that the actual tare weight at Mc- 
Gill always was lighter than the marked tare weight, 
although it had not checked all of its shipments at McGill. 
Defendants introduced an exhibit showing five cars shipped 
by complainant to McGill, of which four moved previ- 
ously to the shipment involved. The actual tare weights, 
at McGill, of three of the cars were greater than the 
marked tare weights. Intervener filed an exhibit show- 
ing 11 shipments to McGill which were weighed at various 
points of origin; Cottage Grove, Silverton, Salem, Albany 
and Roseburg, Ore., and reweighed at McGill. The gross 
weight at McGill was less in each case than at the points 
of origin, while the actual tare weight was less than 
the marked tare weight. Conflicting testimony was offered 
as to the effect of climate and weather conditions and 
whether the car or the lumber lost weight in transit. 
Complainant’s witness did not know how long the lumber 
was in the kiln before shipment, but stated that the usual 
period was three or four days. The McGill scales belong 
to the Steptoe Mining & Refining Co., and were used 
for weighing copper, but were under defendant’s control, 
and the weighmaster reported to defendants. Two of 
these reports, filed as exhibits, one dated June 22, the 
other July 1, 1914, were based on appropriate periodical 
tests and showed the scales in good order. Defendants’ 
expert witness stated that it was always desirable to get 
the actual tare weight, but not practicable, on account 
of the delay, to get it at the point of origin. 

Following our report In re Weighing of Freight by Car- 
rier, 28 I. C. C., 7 (The Traffic World, Aug. 9, 1913,p. 289), 
a national code of weighing rules was adopted by the 
American Railway Association, which was tentatively in- 
dorsed by the Commission, June 9, 1914, and subsequently 
published in defendants’ tariffs. The rules prescribe that 


carload freight should be weighed at the point of origin,. 


or as near thereto as practicable, and that if a loaded 
car is weighed at destination and the actual tare weight 
ascertained it shall be used in lieu of the marked tare 
weight. They further prescribe that weights of commodi- 
ties subject to shrinkage in weight from their inherent 
nature, properly obtained at or near the point of origin, 
should not be changed, except as provided in tariffs of 
the carriers, except that obvious error should be dealt with 
on the merits of the individual case. 

We find that the charges assailed are not shown to have 
been unjust or unreasonable, and the complaint will be 
dismissed. 


RATE ON LOGS 


The Commission has dismissed No. 7946, B. Gablowsky 
vs. Green Bay & Western et al., Opinion No. 3575, 38 I. C. 
C., 699-700, the decision being that the rate on seven car- 
loads of logs from Tolens Spur, Mich., to Seymour, Wis., 
had not been shown to be unreasonable. 


RATE ON CANNED CHERRIES 


The Commission has dismissed Case No. 8008, Puyallup 
& Summer Fruit Growers’ Association vs. Northern Pacific, 
Opinion No. 3576, 38 I. C. C., 701-2, holding that the rate 
on canned cherries, C. L., from Puyallup, Wash., to Salt 
Lake City has not been shown to be unreasonable. 





CASE DISMISSED 


The Commission has dismissed No. 8027, Keystoné Lum- 
ber Co. vs. Bennettsville & Cheraw R. R. et al., Opinion 
No. 3577, 38 I. C. C., 702-8, the finding being that the ship- 
ment had not been misrouted from Drake, S. C., to Me- 
Donoughs, N. J., nor the rate unreasonable. 
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RATES ON COAL 


In No. 7860, Ulland Coal Co. vs. L. & N. et al., 38 I. C. C. 


704-6, Opinion No. 3578, the.Commission has held that rates 


on coal from various points on the L. & N. in Kentucky 
and Tennessee to Hunt Street, Cincinnati, were not shown 
to be either unreasonable or unjustly discriminatory. 


WOOD MOULDINGS 


The Commission has dismissed No. 8197, L. A. Strobe! 
Co. vs. Ill. Cent. et al., Opinion No. 3579, 38 I. €. C., 707-8, 
holding that the rate charged on an L. C. L. shipment of 
wood moldings from New Orleans to Cincinnati was not 
shown to be unreasonable. There was an overcharge in 
weight and as to that reparation was ordered. 


COAL TO FLORIDA POINTS 


CASE NO. 8364 (38 I. C. C., 711-714) 

R. HUDSON BURR ET AL., AS RAILROAD COMMIS: 
SIONERS OF THE £TATE OF FLORIDA VS. CEN- 
TRAL OF GEORGIA RAILWAY CO. ET AL. 


Submitted Jan. 30, 1916. Opinion No. 3581. 

Rates on coal in carloads from Birmingham, Acmar and Mar- 
garet, Ala., points in the Birmingham coal district to 
Quincy, Tallahassee, Madison, Monticello and Apalachicola, 
Fla., not found to be unduly discriminatory. Complaint dis- 
missed. 





T. S. Trantham for complainants: R. Walton Moore and Mer- 
rell P. Callaway for Central of Georgia Ry. Co., Atlantic Coast 
Line R. R. Co. and Seaboard Air Line Ry. Co.; N. W. Proctor 
for Louisville & Nashville R. R. Co.; T. M. True for Apalachi- 
cola Northern R. R. Co.; C. J. Acosta for Georgia, Florida & 
Alabama Ry. Co. 





CLEMENTS, Commissioner: 

The complainants, members of the railroad commission 
of the state of Florida, allege that defendants’: rates on 
coal from Birmingham, Acmar and Margaret, Ala., points 
in the Birmingham district, to Quincy, Tallahassee, Madi- 
son, Monticello and Apalachicola, Fla., hereinafter re- 
ferred to as the Florida points, are unreasonable and 
unduly discriminatory as compared with rates to Thomas: 
ville and other south Georgia points, but in their brief 
admit that the sole question is of relationship between 
the Florida and the south Georgia points. 


The contention of the complainants, in substance, is 
that it is unduly discriminatory to maintain to the Florida 
points on coal from the Birmingham district rates which 
yield greater ton-mile earnings than are yielded by the 
rates on like traffic to the south Georgia points. The 
complainants’ testimony consisted of a statement of the 
rates on coal to the Florida and the south Georgia points 
referred to; the distances via the shortest routes; the 
ton-mile earnings, and the rates, on the basis indicated, 
which they argue should be established. There is also 
of record testimony of a manufacturer at Quincy that he 
uses about 3,000 tons of coal per annum at that point 
and that a reduction in rates would cause an increase in 
coal consumption and lessen the use of wood for fuel at 
the Florida points named. No other testimony was offered 
by the complainants. 

The defendants-argue that a finding of undue prejudice 
and disadvantage cannot be predicated solely upon a 
showing of difference in rates for somewhat similar dis- 
tances and that the burden of proof is upon the com- 
plainants to show in addition to such differences a sub- 
stantial similarity of circumstances and conditions of 
transportation to the points alleged to be unduly pre- 
ferred and those as to which complaint is made. 

Three of the defendants, the Louisville & Nashville 
Railroad, the Central of Georgia Railway and the Seaboard 
Air Line Railway, serve Birmingham. The mines in the 
Birmingham district are largely south and west of the 
city, while the lines of the two last-named carriers reach 
the. city from the east and but few mines are located 
thereon. Acmar and Margaret are on the Central of 
Georgia and their output is purchased largely by that 
carrier or the Ocean Steamship Co. The lines serving 
Birmingham district mines, the Atlanta, Birmingham & 
Atlantic, the Southern, the St.. Louis & San Francisco 
and the Mobile & Ohio aré not parties defendant. 

The Louisville & Nashville runs south from Birmingham 
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to Pensacola, Fla., thence east to River Junction, Fla., 
where it connects with the line of the Seaboard Air Line 
to Jacksonville, Fla., through Quincy, Tallahass.e and 
Madison, which are 19, 43 and 98 miles, respectivel). east 
of the junction. The Atlantic Coast Line serves Albany, 
Bainbridge and Thomasville, which are intermediate on 
the routes to Jacksonville on Birmingham district coal 
received by that carrier at Montgomery, Ala., or Albany. 
The only one-line haul from the Birmingham district to 
any of the points involved is that of the Atlanta, Birming- 
ham & Atlantic to Thomasville. Monticello is 24 miles 
south of Thomasville on a branch of the Atlantic Coast 
Line and.is also served by a branch of the Seaboard Air 
Line. Quincy and Tallahassee are also served by the 
Georgia, Florida & Alabama Railway, and Madison by 
the Georgia & Florida Railway. Apalachicola is served 
by the Apalachicola Northern, which connects with the 
Louisville & Nashville at River Junction. 

The rates per net ton and the distances to the south 
Georgia and the Florida points are shown below. The 
distances are from Birmingham proper and the ton-mile 
earnings therefore are figured without deduction for the 
gathering expense from Birmingham district mines. The 
average length of the gathering haul, it was testified, is 
not less than 20 miles. 


Dis- Per ton- 

tances, Rate, mile, 

From Birmingham to— miles. cents. mills. 
Florida points: 

CB d AS REE Se eae eee Perce 305 215 7.05 

I ui hita ss ata db a0 csaled ae ke 314 215 6.91 
Monticello— 

a No a a cian oR keen ace re 332 215 6.47 

i i MR bbw Sie eo 9h oeB a oes a ee eaees 495 255 5.15 

I Wk Sas olin dos soph deands cede 365 255 6.99 

SE sinks 515 ban Ride ae ohiohe nie tin 501 250 5.00 
Georgia points: 

PI asa. 6 cs Boles tad dns 6 eek whsee® 257 175 6.81 

pi SR RI tien fa oe ape SAU eA a a ee 271 185 6.82 

po eS ee a en, 308 185 6.00 


Approximately 90 per cent of the coal used at or shippe 
out of Jacksonville comes in by water from up the At- 
lantic coast. The rate on coal from Birmingham to Jack- 
sonville is $1.90, and the rates to the intermediate south 
Georgia points, it was testified by the defendants’ wit- 
nesses, are lower than would have been maintained except 
for the competition at Jacksonville. Coal from Birming- 
ham is not transported to Jacksonville via the routes 
through the Florida points involved. 

The complainants also call attention to the rate of $1.50 
from Birmingham to River Junction by way of the Louis- 
ville & Nashville. This rate, figured on the distance 
from Birmingham proper of 421 miles, yields ton-mile 
earnings of 3.56 mills. The complainants contend that 
the spread between the rate to River Junction and those 
to the Florida points involved is too great. In explana- 
tion of the River Junction rate it was testified that in 
1901 the Louisville & Nashville, because of lower rates 
applied by other lines, reduced its rates from the Bir- 
mingham district to New Orleans and Mobile to $1.25 
and $1.10, respectively. The $1.10 rate was also estab- 
lished at Pensacola, which generally took the same rates 
as Mobile, and the rate to River Junction and points 
intermediate was made $1.50. In Coal and Coke Rates 
in the Southeast, 35. I. C. C., 187 (The Traffic World, 
Aug. 21, 1915, p. 478), the carriers were found to have 
justified an increase in the rates on coal from Alabama 
mines to New Orleans from $1.25 to $1.40. In this con- 
nection it was testified by the witness for the Louisville 
& Nashville that that carrier proposes to increase its 
rate from Birmingham to River Junction to at least $1.65. 

In their brief the defendants made the following state- 
ment: 

There are now and have been in the past many differences 
in rates to the various Florida points, due to the existing rate 
basis observed throughout the south. Under this existing basis 
rates at many common points are less than at local points. 
Rates at the ports and water competitive points are less than 
at intermediate points. Many rates have been made on combi- 
nation. For a considerable period a general readjustment of 
all rates to all points throughout the south and southeast gen- 
erally has been under way. The coal rates to Florida points 
have been considered with the idea of eliminating the fourth 
section violations wherever possible, and to bring about a proper 
and correct alignment of rates one point with another in view 
of the present construction of the fourth section of the act. In 
making this recheck not only was it sought to work out a har- 
monious alignment of rates to Florida’ points as between them- 
Selves, but also to establish as far as possible a relationship 
bet ween rates to the west Florida points and to the south Geor- 
gia. points now involved in this complaint. 
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Under this tentative readjustment it is proposed (in event 
advances to south Georgia points not secured) to continue the 
rate of $2.15 to Quincy and Tallahassee, reduce the Seaboard 
Air Line rate of $2.55 to Monticello to $2.25, reduce the rate of 
$2.55 to Madison, Fla., to $2.25, and make rates to other points 
throughout northern Florida on the same or a relative basis. 
In fact, rates to about 2,100 destinations in Florida are involved 
to which similar treatment is to be extended. It is impossible 
to pick out and select Quincy, Tallahassee, Monticello and 
Madison without considering the entire northern Florida ter- 
ritory and as a part of the same adjustment to consider and 
treat the entire Florida territory. 

It is further stated that in case there are increases to 
the south Georgia points, as to which relief under the 
fourth section would be necessary, the rates to the Flor- 
ida points would be higher to the same extent than those 
above stated, Tallahassee and Quincy being made 30 
cents over Bainbridge, Monticello 40 cents over Thomas- 
ville, and Madison the same as Monticello, or 30 cents 
over Valdosta, Ga. There is considerable difference, it 
will be noted, in the rates to Monticello of the Atlantic 
Coast Line and Seaboard Air Line. Assuming the rate 
of the former will not be increased, it would appear that 
the only Florida point involved which under the proposed 
readjustment would benefit by a more favorable relation- 
ship to the south Georgia points is Madison. No opinion, 
of course, is intended to be expressed here as to the 
propriety of proposed changes which would result in in- 
creased rates to any of the points referred to herein. 

The contention of the complainants, if adopted, would 
result in a finding of undue prejudice and disadvantage 
to the Florida points upon a showing of relative dis- 
tances and ton-mile earnings without regard to other fac- 
tors influential, and sometimes necessarily so, in rate 
making and to its probable effect upon the rate adjust- 
ment to Florida and south Georgia generally. There is 
not before us any showing of actual disadvantage to the 
Florida points in competing with the south Georgia points, 
and upon consideration of the facts of record we are 
of opinion, and find, that the rates challenged have not 
been shown to be unduly discriminatory. As hereinbe- 
fore stated, no testimony was presented by the complain- 
ants under their allegation of unreasonableness. 

The complaint should be dismissed. It is so ordered. 


WIRE FENCE MISROUTED 


The Commission has awarded reparation in No. 7697, 
Peerless: Wire Fence Co. vs. Wabash et al., Opinion No. 
3584, 38 I. C. C., 721-2, on account of a carload of wire 
fence misrouted from Adrian, Mich., to Menard, Tex. 


CHARGES ON MOULDING SAND 


The Commission has dismissed No. 7729, Garden City 
Sand Co. vs. N. Y. C. & St. L. Ry. Co. et al., Opinion No. 
3585, 38 I. C. C., 723-4, holding that charges on molding 
sand from Valparaiso and Nickel, Ind., to Chicago had not 
been shown to be unreasonable. 


RATES ON PETROLEUM 


The Commission has awarded reparation in No. 7810, 
Columbia Oil Co. of New York vs. Central Railroad of New 
Jersey, Opinion No. 3586, 38 I. C. C., 725-6, on account of 
an unreasonable rate on 53 carloads of refined petroleum 
in tank cars from Freemansburg, N. Y., to Constable Hook, 
N. J. The carriers charged a rate of 6% cents per 100, or 
about 21.45 cents a barrel of 50 gallons. The Commission’s 
holding is that a rate not in excess of 10 cents a barrel 
of 50 gallons, applicable before and after the shipments 
moved, would be a reasonable rate. 


PASTEBOARD BUTTON CABINETS 


The Commission has dismissed No. 7902, Pioneer Pearl 
Button Co. vs. C. C. C. & St. L. et al., Opinion No. 3587, 
38 I. C. C., 727-8, holding that charges on less-than-carload 
shipments of pasteboard button cabinets from St. Louis to 
Poughkeepsie, N. Y., had not been found to be unlawful 
or unreasonable. The carriers applied double first-class. 
Complainant contended that the shipment should- have 
taken first-class as cabinets NOS other than KD, flat, 
wrapped, crated or boxed. 
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RATE ON APPLES 


The Commission has awarded reparation in Complaint 
8052, Harrmann Vinegar & Pickle Co. vs. C. R. I. & P. et al., 
Opinion No. 3592, 38 I. C. C., 737-8, on account of an un- 
reasonable rate of 13 cents on eighteen carloads of cull and 
windfall apples, from Troy, Kan., to Pawnee, Neb. The 
holding is that 94% cents would have been a reasonable 
rate, with a minimum of 30,000 pounds. The defendants 
stated that it was their intention to have established the 
9%-cent rate prior to the movement, but through inad- 
vertence the publication was not made. 


MISROUTING OF OATS 


The Commission has awarded reparation in No. 8109, 
Donahue-Stratton Co. vs. C. M. & St. P. et al., Opinion No. 
3593, 38 I. C. C., 739-40, on account of the misrouting by 
the initial carrier of a carload of oats shipped from Car- 
penter, la., to Rib Lake, Wis. 


LOADING OF EXPORT GRAIN 


CASE NO. 7439 (38 I. C. C., 675-679) 
COMMERCIAL EXCHANGE OF PHILADELPHIA VS. 
PENNSYLVANIA RAILROAD CO. ET AL. 
Submitted April 20, 1915. Opinion No. 3565. 


Charge of three-fourths of a cent per bushel at the port of ~ 
Philadelphia, Pa., for the loading of export grain from ele- 
vators directly into ocean- going vessels not found to be 
unjustly discriminatory as compared with the charge of one- 
york: Ew per bushel for like services at the port of New 

or - 


R. D. Jenks and W. A. Glasgow, Jr., for complainant; G. S. 
Patterson for Pennsylvania R. R. Co.; W. L. Kinter for Phila- 
delphia & Reading Ry. Co.; W. C. Coleman for Baltimore & 
Ohio R. R. Co., intervener: Herbert Sheridan for Baltimore 
Chamber of Commerce, intervener; F. L. Neall for himself and 
for certain Philadelphia interests. 


BY THE COMMISSION: 

Complainant, Commercial Exchange of Philadelphia, by 
complaint filed Oct. 28, 1914, alleges that the charge of 
three-fourths of 1 cent per bushel at the port of Phila- 
delphia, Pa., for the loading of export grain from elevators 
directly into ocean-going vessels is unjustly discrimi- 
natory as compared with the charge of one-half cent per 
bushel for like services at the port of New York, N. Y. 
The complaint was originally filed against the Pennsyl- 
vania Railroad and Philadelphia & Reading Railway, but 
on Feb, 13, 1915, upon complainant’s application, the Le- 
high Valley Railroad, the Erie Railroad, the New York, 
Susquehanna & Western Railroad, the Delaware, Lacka- 
wanna & Western Railroad, the New York Central Rail- 
road, the Central Railroad Co. of New Jersey and the 
West Shore Railroad, New York Central Railroad Co., 
lessee, were joined as parties defendant. The Baltimore — 
& Ohio Railroad filed an intervening petition on behalf 
of defendants, averring that any reduction in the charges 
at Philadelphia would result in an equivalent reduction 
at Baltimore, by reason of the active competition between 
the two ports, which are now on a parity. The Pennsyl- 
vania Railroad and the Philadelphia & Reading Railway, 
hereinafter called defendants, conducted the defense. The 
Baltimore Chamber of Commerce and Frank L. Neall inter- 
vened on behalf of complainant. 

Export grain arriving at Philadelphia over the Pennsyl- 
vania Railroad is unloaded at Girard Point, Philadelphia, 
into elevators owned and operated by the Girard Point 
Storage Co., the capital stock of which is owned by the 
Pennsylvania Railroad. Grain arriving over the Phila- 
delphia & Reading Railway is unloaded at Port Richmond, 
Philadelphia, into elevators owned and operated by the 
Philadelphia Grain Elevator Co., the majority of the capital 
stock of which is owned by the Philadelphia & Reading Rail- 
way. From these elevators the grain is loaded into ocean- 
going steamships, either directly into vessels lying along- 
side of the elevators, which method is hereinafter referred 
to as direct loading, or by the use of barges and floating 
elevators into vessels lying at other points in the harbor, 
hereinafter referred to as indirect loading. The same 
charge of three-fourths of a cent per bushel is applied to 
either direct or indirect loading, and includes 20 days 
storage in the elevators. 

Tramp steamships, which ordinarily are loaded with 
a full cargo, usually dock alongside the elevators and 
are loaded directly. Line steamships, operated in regular 
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service and ordinarily loaded only partly with grain, usu- 
ally dock at piers other than those by the elevators. 
During the period from 1910 to 1914, inclusive, approxi- 
mately 67 per cent of the grain handled through the 
Girard Point elevators and 55 per cent of that handled 
through the Port Richmond elevators was loaded indi- 
rectly. Only a few line steamships are loaded directly 
at the Pennsylvania Railroad’s elevators. The steamships 
of several regular transatlantic lines are loaded directly at 
the elevators of the Philadelphia & Reading Railway. Dur- 
ing the period from Jan. 1 to Nov. 15, 1914, only four regular 
line steamships docked at the Pennsylvania Railroad’s 
elevators, while 67 docked at the elevators of the Phila- 
delphia & Reading Railway. 

For a number of years carriers have published a charge 
of one-half cent per bushel for the direct loading of ex- 
port grain in New York harbor and nine-tenths of a cent 
for indirect loading, with 10 days’ storage in the elevators. 
For storage beyond 10 days an additional charge of one- 
eighth of a cent per bushel is made for each additional 
period of 5 days. 

No complaint is made with respect to the charge for 
indirect loading at Philadelphia. Complainant contends 
that the charge for direct loading at Philadelphia should 
be one-half cent per bushel, as at New York, stating that 
it is willing to have the initial storage time reduced from 
20 days to 10 days, with an additional charge of one- 
eighth of a cent per each succeeding period of 5 days. 

Complainant states that the existence of a lower charge 
for direct loading of export grain at New York than at 
Philadelphia was of no commercial or practical importance 
prior to 1910 for the reason that shallow water in front 
of the elevators at New York prevented ocean-going ves- 
sels docking at them. No grain was loaded directly at 
New York, but under the general custom was lightered 
alongside the ships at other points in the harbor, the 
rates to New York including the service, and was loaded 
into ships by means of floating elevators at a cost of 
nine-tenths of a cent per bushel to the exporter. Between 
1910 and 1913 the Erie Railroad dredged a channel in 
front of its elevator at Jersey City, N. J., of sufficient 
depth to enable vessels to dock there, thereby rendering 
available the one-half-cent charge imposed by the Erie 
for direct loading. Other New York lines, the West Shore, 
the Delaware, Lackawanna & Western and the Lehigh 
Valley, soon followed the Erie’s example and either 
dredged channels alongside of their elevators or made 
other arrangements whereby ocean-going vessels could 
load directly from their elevators and secure the benefit 
of the one-half cent direct loading charge which they 
maintained. No ocean-going vessel can load directly from 
the elevators of the Pennsylvania Railroad in the New 
York harbor, and all grain handled by that line at New 
York pays the indirect loading charge of nine-tenths of a 
cent. 

The average cargo of grain comprises 200,000 bushels, 
and a difference of one-fourth of a cent in the direct load- 
ing charges at Philadelphia and New York amounts to 
$500 per cargo. Complainant’s witnesses testified that 
shippers of export grain at Philadelphia compete with 
shippers through the port of New York both in the sale 
of the grain in the European market and also in the pur- 
chase of grain in the West; that the difference of one- 


fourth of a cent per bushel is sufficient in many cases - 


to divert grain from, the port of Philadelphia to the port 
of New York, and that since direct loading has become 
physically possible at the elevators at New York the 
number of vessels loaded directly and the volume of their 
cargoes has increased far more rapidly than the number 
of vessels and volume of cargoes loaded directly at Phila- 
delphia. The number and volume of shipments of directly 
loaded grain at the ports of New York and Philadelphia 
during the period from 1910 to 1914, both inclusive, are 
given as follows: 


DIRECT LOADED GRAIN AT THE PORTS OF NEW YORK 
AND PHILADELPHIA FOR THE YEARS SPECIFIED. 


New York. Philadelphia. 

Num- Num- Num- Num- 
ber of ber of ber of ber of 
Year. cargoes. bushels. cargoes. bushels. 

SE na tk de rehotpne ky eo None. None. 1 (*) 
A en Rin a Kare aa ween 6a 4 750,101 14. 2,664,738 
PMC .S GS Ray Way Et 24 4,693,568 3 6,887,797 
SE ceed. oc tnd iabete we ehent 720 4,332,496 35 6,888,449 
SS ee ee een 56 11,188,588 29 =, 941,955 


* Not stated. 
yAlso three part cargoes that were practically full cargoes, 


amounting approximately to half a million bushels. 
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Complainant contends that the disparity in the full cargo 
shipments from Philadelphia and New York is due in 
large measure, if not entirely, to the higher charge for 
direct loading at Philadelphia than at New York. The 


_defense, in brief, is that the present charges at Phila- 


delphia are reasonable and that defendants do not fix or 
control the charge for the service in New York harbor. 

Defendants assert that they have made every possible 
effort to have the direct loading charge at New York 
increased to three-fourths of a cent, and that while the 
New York carriers generally favor the increase the Erie 
Railroad does not and refuses to increase its charge so 
long as Philadelphia and Baltimore enjoy their present 
differentials under New York in the rail rates. It is also 
stated that the one-half-cent direct loading charge at New 
York was established originally to meet the competition 
of traffic through the Erie Canal in barges that. could 
readily be placed alongside of vessels in the harbor. To 
meet this competition the rail carriers at New York were 
obliged to include the placement of barges loaded with 
grain at the railroad elevators or piers alongside of ves- 
sels in the harbor in the service rendered for the rail 
rate. If vessels could be induced to come alongside the 
elevators and load directly, any charge at all for direct 
loading was clear gain as cémpared with the placing of 
erain alongside of vessels in the harbor. 


None of the carriers defendant reach both the ports 
of Philadelphia and New York, except the Pennsylvania 
Railroad, and no grain is loaded directly from the ele- 
vators of the Pennsylvania at New York into ocean-going 
vessels. The Philadelphia & Reading reaches only the 
port of Philadelphia. The other lines defendant have 
direct lines only to the port of New York. They may 
participate in the grain traffic to Philadelphia, but cannot 
control the rates to that point. 


The test of the unlawful discrimination is the ability 
of one or more of the carriers participating in the through 
routes to remove the discrimination by their own acts. 
Ashland Fire Brick Co. vs. S. Ry. Co., 23 I. C. C., 115. 


There seems to be no justification from a purely trans- 
portation standpoint for the apparent inequality in the 
charges for direct loading at Philadelphia in comparison 
with the charges imposed at New York. But the inequality 
cannot be found unjustly discriminatory within the mean- 
ing of the act, or of a character that we reasonably can 
enter an order to rectify. We therefore find the defend- 
ants are not guilty of unjust discrimination against the 
port of Philadelphia. 


Complainant does not allege that the charge for direct 
loading at Philadelphia is unreasonable, but contends that 
it should be less than the charge for indirect loading, in- 
asmuch as direct loading saves the movement by barge 
to vessel and a second elevation by floating elevators. 
Defendants show that the charges for direct and indirect 
loading do not cover.the cost of the service rendered. 
Defendants make an allowance of one-half cent per bushel 
to the elevator companies for direct loading and an allow- 
ance of 1% cents for indirect loading, in addition to the 
charges paid by the shipper, and are required to make 
up large annual deficits of the elevator companies. Under 
the circumstances no .reason appears for disturbing the 
present equality of charges for direct and indirect loading. 

An order dismissing the complaint will be ‘entered. 


TRANSFER OF SHIPMENTS 


CASE NO..4495 (38 I. C. C., 729-731) 


FLOUR CITY STEAMSHIP CO. ET AL. VS. LEHIGH 
VALLEY RAILROAD CO. ET AL. 
Submitted Oct. 26, 1915. Opinion No. 3588. 


|. The Flour City Line, a carrier on the great lakes, paid 
charges which accrued in connection with the transfer of 
interstate shipments from the end of its steamers’ gang- 
planks into the cars of defendant rail carriers at Bu ‘alo, 
N. Y. There was no through route or joint rate by way of 
the Flour City Line and defendants’ lines, and no tarif 
authority for the intermediate service; Held, That the re- 
sponsibility for the transfer of the shipments rested upon 
the shippers. 

2. Reparation denied to complainant, the successor in interest 
of the Flour City Line. 





Francis B. James, William P. Trickett, E. E. Williamson and 
Liitleford, James, Ballard & Frost for complainant; Douglas 
Swift and Stewart C, Pratt for defendants, 
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BY THE COMMISSION: 

This proceeding is supplemental to Flour City S. S. 
Co. vs. Li. V. R. R. Co., 24 I. C. C., 179 (The Traffic World, 
July 6, 1912, p. 4), and relates exclusively to claims for 
reparation by the Flour City Steamship Co., hereinafter 
called complainant, against the Lehigh Valley Railroad 
and the Delaware, Lackawanna & Western Railroad, on 
account of certain charges on shipments of flour in Octo- 
ber, November and December, 1911. The claims were 
filed Feb. 24, 1913. 

The shipments were moved from Minneapolis by various 
rail carriers, hereinafter called the western carriers, to 
Duluth or Superior; by the Flour City Line to Buffalo, 
N. Y., and by the Lehigh Valley Railroad or Delaware, 
Lackawanna & Western Railroad, hereinafter called the 
Lackawanna, to New York City. 

The western carriers and defendants had long been 
parties to an established through route and a joint rail- 
lake-and-rail rate on flour from Minneapolis to New York, 
restricted te movement by the so-called standard or rail- 
road-owned steamship lines between Duluth and Buffalo. 
Defendants absorbed out of the joint rate the handling 
charges from the end of the steamship’s gangplank at 
Buffalo and also permitted certain shipments, particularly 
of “hold” freight, to be unloaded directly at their docks, 
without charge for wharfage. Just before the shipments 
involved move the western carriers published a reduced 
proportional rate on flour from Minneapolis to Duluth or 
Superior, when destined to Buffalo or other lake ports, 
and applicable on traffic by any lake line. The Flour City 
Line, predecessor of the complainant, was established as 
an independent lake line and filed a tariff with the Com- 
mission naming a rate on flour, originating at Minne- 
apolis, from Duluth or Superior to Buffalo, when destined 
beyond. Defendant carriers declined to make any arrange- 
ment for the establishment of a through route in con- 
nection with the Flour City Line. But through bills of 
lading cover the shipments involved were issued at Min- 
neapolis by the western carriers, showing New York City 
as the destination and naming a through rate composed 
of the rates described through to Buffalo and defendants’ 
local rate from Buffalo to New York. Freight charges 
were prepaid on this basis either to destination or to 
Buffalo. When the shipments arrived at Buffalo defend- 
ants declined to recognize the through bills of lading 
issued by the western carriers or to absorb the charges 
for handling the shipments beyond the ends of the gang- 
planks of the vessels bringing them to Buffalo. They 
insisted on treating the shipments as local traffic, and in 
most instances required local bills of lading to be taken 
out from Buffalo. Part of the cargoes were discharged 
at the Lehigh Valley docks. But further use of those 
docks and of the Lackawanna’s docks by the Flour City 
Line was then refused, and the remainders of the cargoes 
were discharged at the public Union docks. The affairs 
of the Flour City Line, including its assets and accounts 
receivable, were subsequently taken over by complainant. 

A through route and joint rate from Minneapolis to New 
York City, including complainant’s line, was sought in 
the original proceeding. No joint rate was ordered, but 
we expressed the opinion that on traffic moving by way 
of complainant steamship line the defendant carriers 
should not receive a division in excess of 11 cents per 
100 pounds, the amount of their local rate, which should 
cover the handling of the traffic from the end of the gang- 
plank at Buffalo to New York City. We found, however, 
that the defendants discriminated unjustly against the 
complainant steamship company, in favor of the standard 
lines; that they should honor through bills of lading issued 
by the western carriers in connection with complainant 
steamship company, and that they should accord traffic 
moving by way of complainant’s steamers the same fa- 
cilities as they accorded traffic moving by way of the 
standard lines. ‘ 

Complainant now asks reparation from defendants in 
the amount of certain handling and dockage charges in- 
curred in connection with the transfer of the shipments 
in question from the end of the gangplanks of the Flour 
City’ Line steamers into defendants’ cars or into ware- 
houses pending reshipment. All of these charges were 
paid by the Flour City Line and carried by it as debits 
against the consignors. 

The rate maintained by the Flour City Line when the 
shipments moved applied only to the end of the gangplank 
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at Buffalo, and defendants’ local rate from Buffalo to New 
York applied only to the rail movement and not from 
the end of the gangplank. There was no published tariff 


provision for the intermediate service. The responsibility | 


for the transfer of the shipments, therefore, rested upon 
the shippers, and the reparation asked cannot be awarded 
to this complainant. 

The supplemental complaint will be dismissed. 


DRIED GRAIN FOR EXPORT 


CASE NO. 5619 (38 I. C. C., 715-718) 


S. J. GREENBAUM CO. VS. SOUTHERN RAILWAY CO. 
ET AL. 


Submitted Jan. 25, 1915. Opinion No. 3582. 


Complainant not found to have been damaged by the imposition 
of alleged unreasonable and unjustly discriminatory rates 
on distillers’ dried grain in carloads from Midway, Ky., to 
Norfolk and Newport News, Va., Baltimore, Md., and Phila- 
delphia, Pa., for export. Rates involved having been read- 
justed by defendants since the hearing on a basis satis- 
factory to complainant, complaint dismissed. 





Ellis & Donaldson and C. E. Cotterill for complainant; R. 
Walton Moore and M., Carter Hall for Southern Ry. Co., Cin- 
cinnati, New Orleans & Texas Pacific Ry. Co., and Norfolk & 
Western Ry. Co. 


BY THE COMMISSION: 


Complainant is a corporation engaged in the distilling 
business at Midway, Ky. By complaint, filed March 13, 
1913, it alleges that the rates charged by defendants for 
the transportation of certain shipments of distillers’ dried 
grain in carloads from Midway to Norfolk and Newport 
News, Va., Baltimore, Md., and Philadelphia, Pa., for ex- 
port, prior to April 27, 1912, were unreasonable and un- 
justly discriminatory to the extent that they exceeded 
rates from Louisville, Ky., to the same destinations. 
Reparation is asked. Complaint was first made to the 
Commission in regard to the adjustment on Nov. 9, 1908, 
but was only in the form of a letter and not sufficient 
to toll the statute of limitation. The claims based on 
all shipments delivered more than two years before the 
formal complaint was filed are therefore barred. 

The Southern Railway and the Louisville & Nashville 
Railroad reach Louisville with their own rails; the Chesa- 
peake & Ohio Railway, by trackage rights over the rails 
of the Louisville & Nashville to and from Lexington, Ky., 
the trackage agreement providing that the Chesapeake & 
Ohio shall not handle traffic from local stations on the 
Louisville & Nashville between Louisville and Lexington. 
Midway is about 80 miles east of Louisville on a branch 
line of the Southern, extending in a northeasterly direc- 
tion from Versailles, Ky., to Georgetown, Ky. It is about 
20 miles west of Lexington, Ky., but is not intermediate 
to Lexington from Louisville. It is also served by the 
Louisville & Nashville and over that line is directly inter- 
mediate from Louisville to the destinations involved. The 
Louisville & Nashville’s rates from Midway are not in 
issue and that road is not a party defendant. 

Defendants’ rates when the shipments involved moved 
were as follows, rates stated in cents per 100 pounds: 


To 
Norfolk, To To 
Newport Balti- Phila- 
From— News. more. delphia. 
en Re REP PO EE PAT See 11 13 14 
NE og he taiaDh dint Kane nG-mk enews 4 11 13 14 
Midway via Lexington ...........--+eee. 17 19 20 


The rates from Lotiisville were joint through rates. The 
rates from Midway in which the Southern participated 
were combinations of the Southern’s local rate of 6 cents 
to Lexington with the rates beyond maintained by other 
lines. The Southern states that its rates from Louisville 
were made to meet the rates which the Louisville & 
Nashville and the Chesapeake & Ohio had established 
before the Southern entered the field. 

Complainant relies mainly on the record in Greenbaum 
Co. vs. C. & O. Ry. Co., 25 I. C. C., 352 (The Traffic World, 
Jan. 4, 1913, p. 62), which case had to do with the re- 
lationiship of a rate of 17 cents on distillers’ dried grain 
for export from Midway through Lexington to Norfolk 
and Newport News over the Louisville & Nashville in 
connection with the Chesapeake & Ohio, with a rate of 
11 cents from Louisville to the same destinations. Rates 
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over these lines and on the traffic named, from Midway, 
in excess of the rates on like traffic over the same lines 
from Louisville were held to be unjustly discriminatory. 
The defendants in that case elected to remove the dis- 
crimination by reducing the rate from Midway to 11 cents, 
the rate applicable from Louisville. The Southern was 
not a defendant in that case, and did not elect to meet 
the rates published by the Louisville & Nashville. Com- 
plainant’s plant is located on the line of the Southern 
at Midway, and there is no physical connection between 
the Louisville & Nashville and the Southern at that point. 
The failure of the Southern to meet the 11-cent rate 
published by the Louisville & Nashville from Midway is 
the cause of the present complaint. 


After the case was submitted the Southern readjusted its 
rates on distillers’ dried grain from Midway and Louis- 
ville in conformity with our decision in Greenbaum Co. 
vs. L. & N. R. R. Co., 31 I. C. C., 699 (The Traffic World, 
Oct. 31, 1914, p. 820), with the result that the rates from 
Midway no longer exceeded the rates from Louisville 
At present the rates from Midway are lower than the 
rates from Louisville. Complainant is entirely satisfied 
with the present rates. Its contention that the former 
rates from Midway were intrinsically unreasonable was 
definitely abandoned by counsel, and no evidence was 
adduced to support it. The only questions left for de- 
termination therefore are whether the rates applicable 
from Midway during the two-year period prior to the filing 
of the complaint were unjustly discriminatory, and, if so, 
whether complainant was damaged by the discrimination. 

As the rates on distillers’ dried grain from Louisville to 
the Virginia cities and Atlantic ports were made to meet 
the competition of the more direct line formed by the 
Louisville & Nashville and the Chesapeake & Ohio, the 
Southern denies that the maintenance of higher rates from 
Midway constituted unjust discrimination in favor of Louis- 
ville. Complainant urges that the Southern competes with 
the Louisville & Nashville at Midway as well as at Louis- 
ville, and that the distances from Midway to the Virginia 
cities and Atlantic ports are materially less than the dis- 
tances from Louisville to the same points, concluding from 
this that no justification existed for higher rates from 
Midway than from Louisville. But the rates from Midway 
were the same in amount over both lines. 


We held, among other things, in Greenbaum Co. vs. L. 
& N. R. R. Co., supra, that the domestic rates on distillers’ 
dried grain over the Southern and connecting lines from 
Midway through Lexington to Atlantic ports were unjustly 
discriminatory in comparison with the rates to the same 
point from Louisville and Lexington, to the extent that 
they exceeded the rates contemporaneously in effect over 
the same route from Louisville. -The relationship of the 
Midway rates with the Louisville rates on traffic that 
might move from Louisville by way of Cincinnati, O., or 
Danville, Ky., was not so indicated. The Danville route 
is the circuitous route of the Southern Railway through 
Asheville, N. C. We did find, however, that the rates 
of the southern Railway and its connections from Midway 
by way of Cincinnati were unjustly discriminatory to the 
extent that they exceeded by more than 2 cents the rates 
in effect from Lexington. The record does not show 
whether the shipments involved moved through Lexington, 
Cincinnati or Danville. 


Let it be assumed, however, that the export rate of 11 
cents on distillers’ dried grain from Louisville to Norfolk 
and Newport. News, the 13-cent rate to Baltimore, and the 
14-cent rate to Philadelphia were unjustly discriminatory 
against Midway. The question of damage to complainant 
still remains. Complainant’s only witness testified that on 
export business complainant’s principal point of competi- 
tion was Louisville; that there were dealers in distillers’ 
dried grain at Louisville selling in the same markets as 
complainant during the period involved; that. the selling 
price quoted by complainant was determined by the sell- 
ing price quoted by Louisville dealers, and that in order 
to compete successfully with dealers in Louisville com- 
plainant absorbed the 6-cent difference in freight rates 
on every shipment in controversy: It is also stated that 
a majority of the shipments were sold f. o. b. Midway. 
although some were sold f. o. b. Atlantic seaboard and 
others f. o. b. the foreign port. ‘But complainant is said 
to have borne the burden of the difference in rates com- 
plained of regardless of the manner of sale, as a price 6 
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cent per 100 pounds less than the market price in Louis- 
ville was quoted, or the Louisville price with provision 
for a deduction of 6 cents per 100 pounds from the invoice. 
A witness for defendants testified that there had been no 
shipments during the period in question of distillers’ dried 
grain on export bills of lading from Louisville to the des- 
tinations under consideration over the Southern and con- 
necting lines. Also, that the physical conditions at Louis- 
ville are such as to prevent the Southern being a factor 
in the handling of distillers’ dried grain at that point, as 
the distilleries there are located on the tracks of other 
lines than the Southern. It is argued on behalf of defend- 
anis that to grant reparation in this case would amount 
to an award of punitive damages. 

In Pennsylvania R. R. Co. vs. International Coal Co., 230 
U. S., 184, it is said, at page 207, that— 

In view of the express provisions of Section 8 of the Act to 
regulate commerce, it was error to refuse to charge that ‘‘to 
entitle the plaintiff to recover, the jury must be satisfied that 
it sustains some loss or injury due to the fact that the de- 
fendant was carrying at the same time at lower rates coal 
shipped by other shippers.” 

From the decision in the case cited it is apparent that in 
order to hold a carrier or carriers responsible in damages 
for unjust discrimination it must be affirmatively estab- 
lished, among other things, that traffic actually moved at 
the lower rate from the point alleged to have been un- 
lawfully favored over the line of the carrier or carriers 
responsible for the discrimination. In view of the testi- 
mony adduced by defendants that no distillers’ dried grain 
moved from Louisville during the period involved over the 
Southern and connecting lines at the rates attacked, and 
the absence of any affirmative showing to the contrary by 
complainant, we are unable to find that the Southern Rail- 
way is responsible for any damage that complainant may 
have sustained. 

The complaint will be dismissed. 


AGRICULTURAL IMPLEMENTS 


CASE NO. 7575 (38 I. C. C., 736) 


; STATEN & KING HARDWARE CO. VS. PENNSYLVANIA 
CO. ET AL. 


Submitted Jan. 5, 1916. Opinion No. 3591. 


Complaint against the rate charged for the transportation of a 
carload of agricultural implements from Canton, Ohio, to 
Florence, Ala., held to have been abandoned. 


A. P. Odom for complainant; W. C. Wood, Jr., for Pennsyl- 


vania Co. and Pittsburgh, Cincinnati, Chicago & St. Louis Ry. 
Co.; C. B. Northrup and A. M. Bull for Southern Ry. Co. 


BY THE COMMISSION: 


Complainant is a corporation formerly engaged in the 
hardware business at Florence, Ala. By complaint, filed 
Dec. 14, 1914, it alleges that the rate charged by defend- 
ants for the transportation of a carload of agricultural im- 
plements from Canton, O., to Florence, in January, 1912, 
was unreasonable, unjustly discriminatory, unduly preju- 
dicial, and in violation of section 4 of the act. Reparation 
is asked. 


The claim was presented to the Commission informally 
May 26, 1913, but correspondence with the carriers con- 
cerned showed that the controversy could not be disposed 
of informally, and complainant was so notified Feb. 18, 
1914, March 13, 1914, and May 1, 1914, its attention being 
called to its right to file a formal complaint. Complainant 
failed to avail itself of this right until Nov. 12, 1914, more 
than six months later. The formal complaint then presented 
was returned with notice to complainant that the claim 
apparently was barred by the statute of limitation. The 
complaint of Dec. 14, 1914, was then filed. 


Formal complaint was filed more than two years after 
the claim accrued and more than a reasonable time after 
notice to complainant that the claim could not be disposed 
of informally. The claim involved must therefore be con- 
sidered to have been abandoned and the complaint be dis- 
missed. Rule III of the Rules of Practice; Dillon Coal 
& Transfer Co. vs. O. S. L. R. R. Co., 28 I. C. C, 91 (The 
Tratlie World, Aug 2, 1913, p. 253); Kenefick-Quigley-Rus- 
sell Construction Co. vs. Southern Ry. Co., 36 I. C. C., 324 
(The Traffie World, Nov. 27, 1915, p. 1094). 

An order will be entered accordingly. 
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EXPRESS RATES ON FRUITS 


CASE NO. 7434 (38 I. C. C., 733-735) 


C. H. ROBINSON CO. VS. AMERICAN EXPRESS CO. 
ET AL. 


Submitted March 8, 1915. Opinion No. 3590. 


1. Express Rates on Fruits Unreasonable.—Rate of $2.50 per 100 
pounds maintained by the defendants for_the transportation 
of fruits and berries in carloads from Hood River, Ore., to 
Winnipeg, Brandon and Portage la Prairie, Manitoba, found 
to have been unreasonable. 

2. Reparation Denied Because Complainant Was a Stranger to 
the Transactions Involved.—Reparation denied on shipments 
to Winnipeg and Brandon because complainant apparently 
was a stranger to defendants’ transportation records rela- 
tive to the shipments. 


W. A. White and H. W. Bishop for complainant; J. F. Finerty 
for defendants. 


BY THE COMMISSION: 

Complainant is a corporation engaged in buying and sell- 
ing fruits and berries, with its principal place of business 
at Grand Forks, N. D. By complaint, filed Oct. 24, 1914, as 
amended, it alleges that the rate of $2.50 per 100 pounds 
charged by defendants for the transportation of fruits and 
berries in carloads from Hood River, Ore., to Winnipeg, 
Brandon and Portage la Prairie, Manitoba, is unreasonable 
and unjustly discriminatory to the extent that it exceeds 
the rate of $2 per 100 pounds applicable on like traffic to 
the same destination from White Salmon, Wash. Rep- 
aration is asked on nine shipments that moved from Hood 
River to Winnipeg or Brandon during June, 1914. 

Hood River is on the south bank of the Columbia River, 
63 miles east of Portland, Ore.; White Salmon, on the 
north bank of the Columbia River directly opposite. Hood 
River is served exclusively by the American Express Co., 
which does not reach White Salmon or points in Manitoba, 
shipments from, Hood River to points in Manitoba being 
carried by the American Express Co. to Spokane, Wash., 
and by the Northern Express Co. or the Great Northern 
Express Co. beyond. White Salmon is served by the North- 
ern Express Co., which operates from that point into Mani- 
toba. 

Six of the shipments involved moved: American Ex- 
press from Hood River to Spokane; Northern Express from 
Spokane to Winnipeg. Two shipments moved: American 
Express from Hood River to Spokane; Great Northern 
Express from Spokane to Winnipeg. One shipment moved: 
American Express from Hood River to Spokane; Great 
Northern Express to Brandon. Charges were collected on 
the first six shipments in the sum of $2,347.08 on 93,883 
pounds at a-carload rate of $2.50 per 100 pounds, mini- 
mum 15,000 pounds; on the next two shipments, in the 
sum of $816.92 on 32,717 pounds; on the last shipment in 
the sum of $385 on 15,400 pounds. The following state- 
ment offered by defendants shows the rates in effect on 
fruits and berries in carloads from Hood River to Winni- 
peg and Brandon during the period from 1912 to the time 
of the hearing: 

TO WINNIPEG. 
April 22, 1912 
March 8, 1914 


July 2, 1914 
January 1, 1915 


TO BRANDON. 
May 22, 1912 
February 1, 
May 23, 191 


The $3.60 rate to Brandon effective Feb. 1, 1914, and the 
$3.10 rate effective May 23, 1914, were based on the rates 
to and from Spokane, but the other rates shown were joint 
through rates. Prior to June 20, 1914, there were no car- 
load rates on fruits and berries from Hood River to Port- 
age la Prairie. A carload rate of $2.50 was established on 
that date, which was reduced to $2.25 on July 2, 1914, but 
which was restored on Jan. 1, 1915. The rate applicable 
on fruits and berries in carloads from White Salmon to 
the points of destination involved and other points in 
Manitoba when the shipments in controversy moved was 
$2, which rate was applicable to Winnipeg by way of the 
Northern Express or by way of the Northern Express to 
Spokane and the Great Northern Express beyond. 


Defendants state that the lower rates applicable from 
Hood River prior to the establishment of the rate attacked 
were unreasonably low; that the traffic from Hood River 
had not been bearing its proportionate share of expense; 
and that it was necessary, in attempting to recoup the 
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losses sustained by reason of our decision In re Express 
Rates, Practices, Accounts and Revenues, 24 I. C. C., 380 
(The Traffic World, July 20, 1912, p. 122), relative to less- 
than-carload rates, to raise rates not found unreasonable 
in that case to a reasonable level. The traffic from White 
Salmon can reach points in Manitoba over a single line 
and in practically all instances moves over but one line, 
whereas like traffic from Hood River to the same points 
must move over two lines, and entails -besides switching 
and inspection costs at Spokane. 

Subsequently to the hearing on April 20, 1915, the rate 
from Hood River to Brandon was reduced to $2.25, while 
the rate from White Salmon for a two-line haul was in- 
creased to $2.25. On May 22, 1915, the rate from Hood 
River to Winnipeg and Portage la Prairie was also re- 
duced to $2.25 at the same time that the rate from White 
Salmon for a two-line haul was increased to $2.25. All 
of these rates are still in effect, as is also the Northern 
Express Co.’s $2 rate to Winnipeg and other points in 
Manitoba. The rates to Chicago from Hood River and 
White Salmon are the same whether the hauls involved 
are single or multiple line. Complexity of route is also 
disregarded in the rates from Hood River to numerous 
other points both in the East and in the West and in the 
rates from White Salmon to numerous destinations. 

We find that the rate assailed was, and for the future 
will be, unreasonable to the extent that it exceeded a rate 
of $2 per 100 pounds; that the shipments were made as 
described and paid for at the rate herein found to have 
been unreasonable; that all of the shipments were made 
by the Fruit Growers’ Association of Hood River, Ore., and 
that the charges collected on the shipments to Winnipeg 
were paid by the Bright & Emery Co., the consignee, while 
the charges on the shipment to Brandon were paid by the 
Pioneer Fruit Co., the consignee at that point, and that 
both consignees have assigned their interest in the claims 
to complainant. : 

Conference Rule No. 362 provides as follows: 

In awarding reparation the Commission will recognize an as- 
signment by a consignor to a consignee or by a consignee to a 
consignor, but will not recognize an assignment to a stranger 
to the transportation records. 

So far as appears, complainant was a stranger to de- 
fendants’ transportation records relative to the shipments, 
and therefore is not entitled to any reparation that may be 
due. 

An appropriate order will be entered. 


DANVILLE, VA., CLASS AND COM- 
MODITY RATES 


1. AND S. NO. 708 (38 I. C. C., 742-745) 
Submitted Jan. 3, 1916. Opinion No. 3595. 


1, Advances Between Danville and North Carolina Points Justi- 
fied.—Proposed increased class rates between Danville, Va., 
and points in the state of North Carolina found justified. 
Orders of suspension vacated. : 

2. Duty of Commission Is to Consider Discriminations as Well 
as Reasonableness in Suspension Cases.—When investigat- 
ing the propriety of increased rates under suspension the 
Commission, in addition to the question of their reasonable- 
ness, may consider to what extent they may involve un- 
lawful discriminations and preferences in their relation to 
other rates; but to withhold approval of propostd rates that 
are found to be reasonable and in harmony with the gen- 
eral interstate rate adjustment in the territory in question 
solely because the state rates are on a lower level would 
put both the carriers and the Commission under the control 
=. state authorities in many cases involving interstate 
rates, 


Claudian.B. Northrop and Alex M. Bull for Southern Ry. Co.; 
Charles Conradis and Arthur B. Hayes for protestant. 





HARLAN, Commissioner: 

By the rate schedules under suspension here the South- 
ern Railway Co. proposes to increase a number of the 
class rates applying between Danville, in the state of Vir- 
ginia, and points in the state of North Carolina on the 
main line of the Southern Railway intermediate to Char- 
lotte. Increases were also proposed in the rates applying 
between Danville and points in the latter state lying be- 
tween Greensboro and Goldsboro, and in the rates ap- 
plicable between Danville and points on the so-called 
Ramseur, Asheboro, Wilkesboro and Mount Airy-Sanford 
branches of the Southern Railway. Increases were also 
proposed in the rates in effect between Danville and cer- 
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tain points on the line of the same carrier in the state 
of South Carolina, and points on the line of the Carolina, 
Atlantic & Western Railway in both states. The pro- 
posed rates are for application in both directions, but 
the protest made on behalf of merchants of Danville in 
effect relates only to the southbound rates. The burden 
of justifying the new rates was assumed by the Southern 
Railway, hereinafter referred to as the respondent. 

The respondent asserts that the protestants have mis- 
conceived both the importance and extent of the pro- 
posed increases, which range generally from 1 to 3 cents 
per 100 pounds. In the territory involved there are 1,091 
points taking class rates from Danville. The increases 


“apply, however, to but 138 points, and of the 2,622 rates 


for classes 1 to P to these points only 715 rates are pro- 
posed to be increased. Some of the proposed rates relate 
to traffic that does not move from Danville. The re- 
spondent contends that as a whole the increases are 
insignificant, and affect but little traffic, and that they 
were not intended primarily for additional revenue, but 
merely for the purpose of harmonizing the rates in ques- 
tion with what is referred to of record as the respondent’s 
North Carolina interstate mileage scale now applying in 
that state on traffic originating at or destined to points 
outside the state as to which no specific through rates 
are in effect. This scale of rates is hereinafter referred 
to as the interstate scale. 

Several years ago complaint was made to the respond- 
ent carrier, by shipping interests in the state of North 
Carolina, that the rates then in effect from Danville to 
North Carolina points were in some instances lower than 
the interstate scale just referred to, which scale at that 
time applied on both interstate and state traffic. Rec- 
ognizing immediately, as the respondent states, that such 
a rate condition could not continue, its tariff department 
was instructed to revise the Danville rates, using the 
interstate scale as a minimum. It was not, however, 
until Sept. 10, 1915, that the new rates, which are here 
under suspension and which, in a few instances, exceed 
the interstate scale, were filed. In the meanwhile, on 
Oct. 13, 1914, the state rates in North Carolina were 
slightly reduced as the result of an order by the state 
authorities; so that, generally speaking, the rates now 
required under local regulations are on substantially the 
same level as the rates retained in effect from Danville 
by our suspension order. While the proposed rates from 
Danville to North Carolina points are therefore -higher 
than the rates fixed by the state authorities, in but rela- 
tively few instances, with the exception of the first class 
rates, do they exceed the state rates by more than i 
cent per 100 pounds. In many cases for similar distances 
the staté and the proposed interstate rates are the same. 


The present rates from Danville have been in effect for 
at last 12 years, and this, the protestants contend, raises 
a presumption that they are reasonable. On the other 
hand, the respondent asserts that it was only through 
neglect that for so long a period the Danville rates have 
been less than those applicable under the interstate scale. 

In support of its contention that the proposed rates 
are low, comparison is made by the respondent with the 
state and interstate class scales maintained by the South- 
ern Railway in South Carolina, Georgia, Alabama and 
Tennessee. The following table is representative: 


First-class rates per 100 pounds. 


20 50 90 160 

miles, miles, miles, miles, 

Scale. cents. cents. cents. cents. 
North Carolina interstate ............ 24 36 46 59 
South Carolina interstate ........... 25 41 53 63 
GORBTIOR, BOGE «oo cc ccc cccccscececcsseses 25 38 53. 7s 
AlMDEMA INLOEBTALE 6 oo 6 cide ivicccccccos 28 42 55 72 
GNM BIE go's « 3:5 ond-0's cawes 404d 60 22 34 46 60 
Interstate local No. 3%..........ee0-- 28 44 58 72 
Interstate local No. 4Cf............-- 28 44 57 72 


*Applies, generally speaking, between stations east of Paint 
Rock, N. C., and Atlanta, Ga., and north of Augusta and Savan- 
nah, Ga., on the one hand and stations west of Paint Rock ani 
north, west and south of Atlanta, and west and south of Savan 
nah on the other hand. 

tApplies, generally speaking, between points west of Paint 
Rock and south and west of Atlanta. 


A table was also submitted showing the first class rates 
of other carriers in the Southeast for distances of 20, 50, 
80, 120 and 180 miles, but no ‘testimony was given re- 
specting the transportation conditions under which thes« 
rates are applied. Some of the scales shown were estab 
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lished under the direction of or pressure by the state 
authorities and over the protest of the carriers. 

Considering all the testimony adduced of record, we 
have no difficulty in reaching the conclusion, and so 
finding, that the higher rates proposed by the respondent 
have been justified as reasonable rates for the future. 
This indeed is the apparent conviction of the Danville 
interests also. The traffic manager of the Danville Cham- 
ber of Commerce made it clear in the course of his tes- 
timony that Danville would be entirely satisfied with the 
proposed rates if the North Carolina state rates were 
raised to the same basis. He stated that Danville was 
interested in the resulting rate relationship rather than 
in the level of the rates proposed. In other words, the 
basis of the protest is that if these higher rates become 
effective while the lower state rates remain in force the 
result will be a discrimination against Lanville and a pref- 
erence in favor of competing jobbing points in North 
Carolina, such as was condemned in Railroad Commission 
of Louisiana vs. St. Louis Southwestern Railway Co., 23 
I. C. C., 31 (The Traffic World, March 30, 1912, p. 599), 
commonly known as the Shreveport case. 

In pressing this point upon our attention, Danville took 
the position that the carriers must not only justify the 
reasonableness of the proposed rates, but are also under 
the burden of justifying their general propriety; and that 
inasmuch as the lower state, rates will create a discrimi- 
natory rate adjustment against Danville if the higher in- 
terstate rates are permitted to become effective, our ap- 
proval of the latter rates must be withheld. On that 
point the respondent contended that the only question 
before us on the record is whether the proposed rates are 
just and reasonable. Both these contentions are extreme 
views. When investigating the propriety of proposed in- 
creased rates under a suspension order we are not limited 
to a consideration of their reasonableness, but may also 
consider their relation to other rates and what their con- 
sequence may be, and to what extent they may involve 
discriminations and preferences that are unlawful. Wick- 
wire Steel Co. vs. N. Y. C. & H. R. R. R. Co., 30 I. C. C.,, 
415 (The Traffic World; June 6, 1914, p. 1154). But to 
withhold our approval of rates found to be reasonable and 
in harmony with the general interstate adjustment in this 
territory, solely on the ground that when they become 
effective Danville will be at a disadvantage, compared 
with jobbing points in North Carolina, because of the 
lower state rates enjoyed by the latter points, would not 
only be in disregard of the principles of the Shreveport 
case, supra, but would put both the carriers and this 
Commission under the control of the state authorities 
in many cases involving interstate rates. As heretofore 
explained, the difference between the present state rates 
and the proposed increased interstate rates is not great, 
and actual experience under the latter may prove that 
the results anticipated are more fanciful than real. In 
any event, should discriminations against Danville result 
when the higher rates have become effective, its shippers 
have the right under the law to bring the matter to our 
attention at any time by formal complaint, in the consid- 
eration of which this whole rate situation would neces- 
sarily be reviewed in the light of the evidence adduced. 

It follows from what is here said that our order of 
suspension must be vacated, and an order will be entered 
accordingly. 


LAKE CARGO COAL HEARING 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A beginning on the Lake Cargo Coal case, one of the 
most important that has ever been before the Commission, 
was made May 1, before Examiners Marshall and King, 
who also sat in the so-called commercial coal case, begun 
a week before. The beginning was notable only in the 
fact that an unusually large number of traffic men, both 
shippers and railroad, was present, and that Commis- 
sioner Clements appeared before them at the recess hour 
to make a statement as to the efforts that have been 
made by the trunk lines to have an increase made in 
the differential West Virginia over Pittsburgh and Ohio 
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districts, so as to give the operators in the Ohio and 
Pennsylvania fields a larger share of the lake cargo coal 
traffic. 

H. P. McCue, manager of transportation for the Pitts- 
burgh Coal Company, was the only witness at the first 
session. He put into the record about thirty exhibits 
whereby the Pittsburgh operators hope to convince the 
Commission that Pittsburgh is paying too much or West 
Virginia less than a sufficient rate. The expectation is 
to show that West Virginia is not paying too much, but 
that Pittsburgh is, although the same effect, as far as 
they are cOncerned, would come about if the West Vir- 
ginia rates were increased. 


Appareftly attorneys were doing a good deal of ma- 
neuvering for position at the afternoon session and the 
morning session of the following day. At the afternoon 
session M. H. Taylor, chairman of the board of directors 
of the Pittsburgh Coal Co., was the witness. He con- 
tinued on the stand until well along toward the noon 
recess of May 2, much of the time being used in a cross- 
examination of him by Francis B. James, attorney for 
West Virginia and West Virginia operators not separately 
represented. 


The gist of Mr. Taylor’s-testimony seemed to be that 
unreasonable rates exacted by the carriers from oper- 
ators in the Pittsburgh district caused them to lose the 
position in the lake cargo coal trade which their natural 
advantage of proximity to the lakes should give them. 
He did not pretend to say the tonnage of the complaining 
operators had not increased. His point was that while 
they had some increase in tonnage, the increases of the 
West Virginia operators were much greater. 


Mr. James, in his cross-examination, seemed to be en- 
deavoring to persuade Mr. Taylor to admit that what the 
Pittsburgh operators are asking the Commission to do is 
to equalize commercial conditions brought about by the 
fact that the West Virginia coal is found in thicker veins 
and the cost of operating mines in the newer field is 
less than in the older. Mr. Taylor stoutly insisted that 
Pittsburgh operators are asking merely that the carriers 
serving them be required to make reasonable rates so 


that Pittsburgh will retain the advantage of location. 


Attorneys for the railroads took little or no part in 
the cross-examination of the witness. Frank Lyon pro- 
tested against the part taken by the intervening West _ 
Virginians, suggesting that the case is not one in which 
there is an allegation that the third section has been 
violated. He questioned whether the interveners have 
any standing at all in the case, since, as he contended, 
it is a question of reasonable rates. Messrs. McVann, 
Glasgow and James hooted at the suggestion, figuratively 
speaking. Mr. McVann said the language of the com- 
plaint, while not perhaps flatly alleging an unjust dis- 
crimination, in effect, however, does assert the carriers 
have unduly preferred the West Virginia operators to 
the hurt of the Pittsburghers. Mr. Lyon retorted that 
the complaint is against carriers carrying coal from the 
Pittsburgh district to Ashtabula who do not. serve West 
Virginia at all. 

H. P. McCue returned to the stand, after Mr. Taylor 
had been excused, to correct his exhibits, several of which 
contained clerical errors that gave ridiculous results as 
to the mills per ton-mile. The question as to the order 
in which he is to be cross-examined came up in connec- 
tion with Mr. Lyon’s query as to the standing of the 
interveners. Up to that time the interveners alone had 
given any of the witnesses any serious cross-examination, 


te nee 


958 THE TRAFFIC WORLD 


although the carriers are the respondents. Mr. Lyon’s 
suggestion was that they have an opportunity to con- 
trovert the rate and traffic propositions laid down in the 
MeCue exhibits, ahead of the interveners. 

Examiner Marshall made the point that while the com- 
plaint of the Pittsburgh operators is directed against only 
the carriers to Ashtabula, the Commission merged that 
complaint with its own inquiry into the broader question 
as to what rates should be made on lake cargo coal to 
all points, and therefore the rates from West Virginia 
were properly before the Commission for determination. 

The first part of the formal complaint of the Pittsburgh 
Coal Co. challenging the reasonableness of the lake cargo 


coal rates from the Pittsburgh district was brought to 


an end at the afternoon session of May 2, when the com- 
plainant finished the submission of testimony. 

Cross-examination of the witnesses will be begun on May 
31, Examiner Marshall announced after he had consulted 
with the attorneys for the railroads. They desired an ad- 
journment until after June 12, the day to which the Com- 
mission adjourned the phase of the case created by their 
proposal to increase all-rail rates to most of Central Freight 
Association territory from Pittsburgh, Ohio and West Vir- 
ginia districts, the first testimony in which was taken on 
April 24. . 

J. D. McPherson, auditor of the coal company, and Dr. 
Frank Warne, the statistician, were the witnesses on the 
stand at the afternoon session. Mr. McPherson went into 
the detail of the exhibits presented by Mr. McCue tending 
to show that relatively speaking the complainant is not 
as great a factor in the lake cargo coal situation as it was 
some years ago, because, as it believes, its rate of 78 cents 
is unreasonable. 

Dr. Warne took the figures which Mr. McCue had pre- 
sented and made up charts to illustrate the points the 
transportation manager sought to make by means of his 
exhibits of figures, all to enforce the point that the com- 
plainant, while its business has increased, has not devel- 
oped in the lake cargo business as much as it could rea- 
sonably have been expected to develop had the carriers 
not deprived it of some part of the advantage the proxim- 
ity of its mines to the lake ports naturally entitled it. 

Before the hearing was adjourned, Mr. James asked the 
railroads to produce F. D. Davis, their coal traffic statisti- 
cian, whose testimony in Ohio railroad commission coal 
cases furnished some of the material used by Mr. McCue 
in making up his exhibits. The railroad lawyers said 
copies of the figures used by him would be made available 
for the parties in interest in this case. Mr. Davis was one 
of the listeners at the hearing, but took no part in it. 


The Commission announced its conclusion that the Mon- 
tour Railroad, owned by the Pittsburgh Coal Co., shall 
file its divisions with connecting carriers, as part of the 
record. Mr. Johnston, for the subsidiary railroad, said 
there was no objection to the furnishing of the material, 
but only to the requirement that it produce something 
that is already on the files of the Commission. 

Frank Lyon wanted to know why the Commission, hav- 
ing set down its own inquiry-into the lake cargo coal rate 
situation, should not now go forward with its case. The 
point he was trying to make was that his clients objected to 
having their case delayed because the Commission had 
chosen to conduct a proceeding on its own account. Ex- 
aminer Marshall stilled his fears by saying it was the 
purpose of the Commission to have the testimony all taken 
pefore the beginning of the recess, so that the lawyers could 
devote the long summer days to a proper briefing of the 
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record and its presentation early in the fall. That satis- 
fied Lyon. 
Commercial Coal Case. : 

The first hearing on the proposed advances in rates 
on coal from the Pittsburgh district, Ohio and West Vir- 
ginia and Kentucky came to an end on April 27, when 
H. M. Briggs, the New York Central witness, placed on 
the stand for all the carriers, finished a technical sub- 
mission of twenty-five statistical exhibits. The submiission 
was technical because some of the. exhibits were not 
completed and will not be before May 11. The case was 
adjourned to June 12, when his cross-examination will 
be undertaken. 


SWIFT & CO. FOUND GUILTY 


Swift & Co., packers, were, May 3, in the Federal Court 
in Chicago, before Judge Landis, found guilty by a jury on 
twenty-nine counts of an indictment charging illegal rates 
and false billing in connection with meat shipments into 
Michigan. The case was heard last week and a verdict was 
reached Saturday night, being sealed by the court’s orders 
until Wednesday. James M. Sheean, counsel for the com- 
pany, at once made a motion for a new trial. Judge Lan- 
dis set the motion for hearing the next Friday. 

The government’s contention in the trial of the case 
was that Swift & Co. loaded cars in Chicago with con- 
signments of goods to various consignees, but shipped them 
as a carload to Owosso, Mich. 


Under the first twenty-five counts of the indictment, 
charging illegal rates, the fine ranges from $1,000 to $20,000 
on each count. In the remaining four counts, charging 
false billing, a maximum fine of $5,000 on each count is 
provided, making a possible total of over half a million 
dollars. : 

Henry Veeder, general counsel for Swift & Co., made 
the following statement after the announcement of the 
verdict: ° , 

“No attempt was made by the court in the instructions 
to the jury to determine whether the less than carload 
rate or the carload rate applied to the shipments involved. 
This was left for the jurors to determine. At the time of 
the alleged violation of the law there was no less than 
carload rate on refrigerator car shipments in existence. 
Yet these shipments were perishable and had to go in iced 
cars. 


“The tariffs were voluminous and complex, and there 
was conflict between the tariff experts called by the gov- 
ernment and by the defendant as to their meaning and 
application. The jurors, none of whom had had any ex- 
perience in matters of tariff interpretation or application, 
were called upon in giving their verdict to determine which 
of the rates was lawfully applicable, and the fact that the 
jury disagreed with leading railroad experts in their in- 
terpretation and application of the tariffs is not by any 
means conclusive that the Swift company was guilty of in- 
tentionally obtaining a concession, as charged by the gov- 
ernment, 

“Swift & Co. contend that the rate originally paid by 
them was the proper rate under the tariffs, and that set- 
tlement was made subsequently on the less than carload 
rate, simply to avoid litigation with the federal govern- 
ment. 

“Motion for a new trial has been made. If it is over- 
ruled, Swift & Co. will appeal to the United States Circuit 
Court of Appeals.” 
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AS OTHERS SEE ADAMSON 


(The Black Diamond, April 29.) 

Recently there was, in Washington, an important con- 
ference of business men representing every industry in 
the country. They gathered to discuss the provisions of 
a new uniform bill of lading. The coal men were repré- 
sented. They attended, not because they were in favor 
of only one bill of lading, but because they wanted gen- 
eral consent to their proposal for a bill exclusively for 
the coal trade. However, the coal men became a part of 
the big conference and they went along with the crowd 
even when it was found that what they wanted was 
going to be rather difficult to obtain. 

While this conference was in session, it was suggested 
that a uniform bill of lading and, in fact, any bill of lading 
at all, was of little value to the merchants unless it 
was protected against the possibility of its being used 
to promote fraud. * * * Then it was brought out that 
this agitation for such a statute isn’t entirely new.. In 
fact, two bills of a similar character have been before 
the Congress at the two previous sessions. On both 
occasions the: proposed bill was referred to the committee 
on foreign and interstate commerce, of which Mr. Adam- 
son of Georgia is chairman. It seems that this gentleman, 
for reasons known only to himself, isn’t in favor of any 
legislation of this character. So, on both occasions, he 
killed the bill in committee, principally by refusing to allow 
it to be discussed. 

The business men, after conference, saw the need to 
protect their’ bills of lading by a statute. They decided 
at once that the thing to do was to build a few bonfires 
under Mr. Adamson in an effort to force him into action 
on this matter. A study of his political status soon de- 
veloped the fact that he comes from a small community 
in Georgia where the Democratic vote is practically unani- 
mous, and where he is looked upon as the community’s 
sacred white son and little short of infallible. The fact 
of this home standing has indicated to the chairman of 
an important national committee that he can do about 
as he pleases and get away with it. . So he has been 
taking an arbitrary stand in Congress on this particular 
question. Just why he opposes the bill no one knows, 
because he has not taken the public into his confidence. 

The men who saw the importance of a protected bill 
of lading to all business interests decided that the nation 
could not wait to put an end to fraud until Adamson 
died or was converted. The situation called for action, 
so they concluded to take the bill to President Wilson. 
They, in accordance, were granted an interview. Several 
speakers outlined to the President the reason for asking 
for such a law and explained to him the benefit which 
such a statute would prove to be to all business men. 
Three men had made arguments when the President an- 
nounced that he was convinced and suggested that no 
further argument was necessary. He then told the dele- 
gation that he would do everything in his power to have 
the law passed. 


The delegation having received such cordial support 
from the President, went to visit the Senate committee. 
It was found that,the upper house had on two occasions 
passed the bill. Each time, however, the lower house 
had killed it, and Adamson had been responsible. Then 
it was thought best by some of the delegation to go to 
see Chairman Adamson and to try to arose some interest 
on his part. Others declared it would be a waste of time, 
as they would be insulted. 

It will be seen by-the pictures on this page that the dele- 


\ 


THE TRAFFIC WORLD 959 


gation was of pretty good size and was made of repre- 
sentative business men. This picture was taken in front 
of the executive office in Washington just after the dele- 
gation left the President to call on Chairman Adamson. 
When they reached the committee room the chairman 
was absent, but his secretary brought him in. Without 
listening to what the men had to say, Mr. Adamson told 
them that the matter was under consideration by his 
committee. 

“If we can find time we will bring it up for discussion 
some of these days. Otherwise the bill is dead for this 
session, and will.-have to go over until another session.” 

Having delivered himself of that rather ill-natured and 
empirical decree, Chairman Adamson turned on his heel 
and left the room. 

This delegation of business men, however, were not 
accustomed to being treated in that way and resented it 
in a humor that was none too amiable, some of them 
arose in the committee room to express their opinions of 
a legislator who would take such a stand on such a vital 
matter. Some striking opinions of Mr. Adamson in person 
were expressed. His secretary saw that these business 
men were, from their attitude, about to “start some- 
thing.” So he hurried off to bring his chief, the gentle- 
man from Georgia, back to the committee room. 

That august gentleman soon returned, much out of 
humor, over being: disturbed twice by such an inconse- 
quential matter as a bill to protect legitimate business 
against fraud. He managed to control himself until he 
could listen to one or two speeches which were not alto- 
gether complimentary to him.. He evidently decided it 
was about time to take some little notice of the demand 
made upon him, even if only to smooth down the ruffled 
feathers of so many important business men. With some 
condescension he allowed himself to enter upon a dis- 
cussion of the case. 

The fact of the matter is that the business that moves 
under a bill of lading has been handicapped because the 
legitimate merchant was always under the suspicion that 
he was committing a fraud, because many unscrupulous 
men actually were committing a fraud. This situation 
clearly calls for a remedy. According to the best-informed 
men in that conference, the remedy is a federal statute 
which will protect the bill of lading. On this score there 
seems to be only one dissenting vote—that of the chair- 
man of the committee on foreign and domestic commerce. 
He does not dissent on the merits of the proposition itself, 
but merely because it does not happen to appeal to him 
personally. As a consequence he has killed two bills 
which already had passed the Senate; he was in the act 
of killing the third one when this delegation called upon 
him, 

Now, that the business men understand the situation at 
Washington, and especially since they know the complex- 
ion of the gentleman from Georgia, it is quite likely that 
they will begin a campaign which will bring the committee 
on foreign and domestic commerce to its senses. If this 
can be done the bill in question will soon pass Congress. 


ADAMSON VS. JAMES AGAIN 


The Traffic World herewith presents a continuation of 
the correspondence between Chairman Adamson, of the 
House Committee on Interstate and Foreign Commerce, 
and Francis B. James and others in regard to the recent 
hearing before Mr. Adamson’s committee on the Pomerene 
bill of lading bill and the events leading up to that hearing, 
together with other material bearing on the subject. 
Part of it is printed at the request of Mr. Adamson and 








960 THE TRAFFIC WORLD 


the rest merely to complete the record of correspondence 
begun in the April 29 number. 





Hon. Francis B. James: 

Dear Sir: Your second favor of this date received. It 
seems, to me that all desired purposes could be accom- 
plished if you would merely wire The Traffic World, and 
any other papers that have published the unjust state- 
ments about me, that I have been misunderstood and 
misrepresented in connection with that bill. If you do 
that it would be unnecessary to print the correspondence. 

Yours truly, 
Wm. C. Adamson. 

Washington, D. C., April 26, 1916. 





Hon. William C. Adamson: 

My Dear Judge: In the matter of Pomerene Senate 
bill No. 19, I am in receipt of your favor of April 26. 
I have seen very little of what has appeared in the papers 
about this matter and been so engrossed that I have 
not even yet been able to read all that excellent paper, 
The Traffic World, contained. 

Do I understand from your letter that you are in favor 
of Pomerene Senate bill No. 19, amended as per memo- 
randum signed by Mr. C. C. Wright and myself? If you 
are, then I shall be very glad to say to everybody (in- 
cluding the press) that I have innocently misunderstood 
your position. 

Assuring you of my personal esteem and well wishes, 
I am yours sincerely, 5 

Francis B. James. 

Washington, D. C., April 27, 1916. 





Hon. Francis B. James: : 

Sir: I am astonished at your note of this date and the 
question you ask. If you have been too careless to note 
what I have written you about the issue between us it 
is useless for me to write you any more notes. There 
has never been any materiality as to my position or 
yours on the bill. You are partisan and can occupy what- 
ever place or position you see proper; I am on oath 
as a committeeman and congressman and will take posi- 
tion when we have finished the investigation of the bill, 
but that is not material—it is not between us. I have 
objected to the misrepresentations of my fairness as chair- 
man and the false charges of laches on the part of the 
committee and myself—that is what I have objected to 
and that is what you apologized for before the committee. 

I shall not trouble you any further about it, but shall 
pursue my own course to refute the false charges and 
let the public know the truth. I had supposed from a 
former letter of yours that you were willing to notify 
The Traffic World that the committee and I had been 
misunderstood and misrepresented as to the treatment of 
your bill and your people. I don’t ask that at all. You 
can let it alone, or do as you please about it, as I will 
attend to that myself. 

Respectfully, 
W. C. Adamson. 

Washington, D. C., April 27, 1916. 





Opening Statement When Hearing of April 13 Began. 


The Chairman: Gentlemen of the committee, I have 
asked you to come here this morning because we have a 
number of gentlemen from different parts of the United 
States who desire to make statements in regard to this 
bill. I have explained to them that it could not be taken 
up in order, but that they could be heard and then we 
will hear the other side, and later on they can make 
their rejoinders. I will suggest, inasmuch as this is an 
extraordinary meeting, called for the purpose of hearing 
the visiting gentlemen, that those who cannot remain 
here should be heard to-day and that those who are lo- 
cated nearby be heard on some other occasion later on in 
the session, when we resume the hearings. 

This is a meeting to oblige these gentlemen from a 
distance, some of whom will not probably be here again. 
I will make a statement.so that there will be no further 
misunderstanding about the bill or this committee. The 
main points in this bill first came to my attention in a 
bill introduced at the request of the National Bankers’ 
Association in the 58th and again in the 59th Congress. 
We had voluminous hearings, but it did not impress itself 
deeply and nothing was done, The next Congress Mr. 
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Stevens introduced a bill and it came up in the com- 
mittee and several of us inquired into it on the ground 
that it might hamper and interfere with operations of 
the transportation companies, which this committee has 
jurisdiction over, and not banking. We made the point 
that in a case where there was no interstate commerce 
the civil and criminal provisions would be unconstitu- 
tional. Thereupon the committee struck from the Dill 
foreign commerce and the criminal provisions, and we 
insisted that if the criminal provisions were unconstitu 
tional that the civil provisions were, but the committee 
overruled that and carried through the House, but in the 
Senate committee our position was sustained. They declined 
to report the bill with these provisions in it on the ground 
that it would be unconstitutional and against public policy. 
The Senate itself did not pass it then. In the 61st Congress 
I introduced a bill to meet all the questions raised, and 
the-grain dealers’ associations were very enthusiastic 
indorsers of the bill. However, later on, the Pomerene 
bill was written and passed by the-Senate. That bill 
came here on the 22d day of August, 1914. The com- 
mittee had adjourned for the session. That very day I 
received a telegram calling me to the hospital at home 
Judge Sims was here in my stead, and he will tell you 
that he could not get a quorum of the committee. The 
committee had adjourned and most of the members 
had gone home. I went home on a providential call. In 
the next Congress—the 63rd Congress—the bill again ap- 
peared here in the House and this committee in June. 
The war broke out immediately afterward and this com- 
mittee had no time for ordinary business after that, and 
Congress did not. The whole country was disturbed by 
the war. This year the Pomerene bill came over earlier. 
There were many other bills in which the people inter- 
ested were just as insistent as those interested in the 
Pomerene bill. The committee has been at work all this 
session working on departmental -matters and the pro- 
gram of the President. It has not touched anything else. 
It met, however, and unanimously made a program of 
its own, and in due course everything will be reached, in 
my judgment, long before Congress adjourns. Having 
made that statement, I “hope there will be no further 
erroneous statements made about this committee or its 
chairman. There are other gentlemen who are just as 
anxious as you are to procure a hearing. There will be 
nothing to interfere with a full consideration of this bill 
and I intend to insist that the lawyers on this committee 
frame this bill so that when it goes out of the committee 
it will be constitutional and will not so interfere and 
revolutionize transportation as to immeasurably and un- 
justly put additional burdens on the people. With that 
statement we are ready for you gentlemen to proceed. 

Mr. Esch: Mr. Chairman, would not this legislation be 
covered by the scope of the Newlands resolution? 

The Chairman: More people insist that it would than 
deny it. If it is not a transportation bill we have no 
business with it. If it is a transportation bill it would 
be covered by the Newlands resolution. That is neither 
here nor there. 

Mr. Esch: This committee has never denied to itself 
jurisdiction over those matters? 

The Chairman: Of course. I have a letter this morn- 
ing from the Interstate Commerce Commission reiterating 
for the third time that they did not need this legislation. 
In 1910 we gave them full jurisdiction of the form and 
substance of the bill of lading, and when they can fix the 
form and substance of the bill of lading, there is nothing 
further needed. They are now at work on one and have 
about completed it, they think. I simply make this state- 
ment because of certain statements which have been 
made that this bill had not received proper consideration 
at the hands of the committee. 


Mr. James: Before proceeding, Mr. Chairman, I want 
to say on behalf of myself and others that there has been 
no intention of any offense, either to this committee or 
any member, and if anything has been done it has been 
done with no intention to reflect upon anybody, and if 
anything has been said that does reflect or has been mis- 
construed it is withdrawn and due apologies are made. 

The Chairman: I am very glad to hear you speak so 
handsomely about it. 

The transportation companies are provided to meet a 
public necessity and they should continue, but whether 
you should revolutionize conditions by putting burdens 
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on the transportation companies, when the law is dead set 
against rebates in any form, is another question. The 
other proposition is, can you put the doctrine of estoppel 
on a railroad and make it pay for something it never 
got and revolutionize the duties of bailments of the trans- 
portation companies. They insist that it is in violation 
of the United States constitution to do so. If any of you 
gentlemen can show us that a man by merely making a 
bill of lading can bind the companies by it, when there 
is no actual delivery, we should be glad to be enlightened, 
and there are some mighty good lawyers on this com- 
mittee. 





Letter from Mr. Haight. 
Hon. William C. Adamson: 

My Dear Sir: I am very much obliged to you for hav- 
ing sent me copies of your letters of April 22 and April 
24, addressed to Mr. James. 

All the members of my committee, and I am sure many 
others who are in favor of the Pomerene bill, have very 
much regretted the fact that there should have been any- 
thing said or done which might appear to be a personal 
criticism of you or of your handling of this bill before 
your committee. While I am exceedingly anxious to see 
some bill like the Pomerene bill passed, and shall do 
what I can to convince you and the members of your com- 
mittee that the bill is (at least in most of its provisions) 
sound and desirable, I quite appreciate the fact that your 
committee must examine the bill with care, no matter 
how good it may be, and must listen with equal attention 
to arguments on both sides. 

I am exceedingly annoyed that The Traffic World should 
have published any such article as is indicated in your 
letter of April 22. I have not as yet succeeded in obtain- 
ing a copy of the issue referred to, but it must have 
been written by someone who had a real interest in the 
Pomerene bill and was looking solely to the writing of 
a sensational and irresponsible article. Personally, I very 
much appreciated your action and that of your committee 
in granting us practically an-entire day’s hearing on April 
13, and in offering to give me an opportunity to be heard 
again after the. railroad evidence had been concluded. 
You have done more than we were entitled to ask, and 
I fully appreciate that fact and shall miss no opportunity 
to say so. 

I have been asked to prepare a short article on the 
Pomerene bill * * * and can at least assure you that 
in that article your attitude will be properly stated. 

Very truly yours, 
Chas. S. Haight. 

New York, April 26, 1916. 

We omit from Mr. Haight’s letter the name of the magazine 
for which he says he has been asked to prepare an article. The 
magazine he names is not published by the publishers he 
names, who do, however, publish another magazine. Mr. 
Haight seems to have as poor information about this as about 
some other matters he deals with.—Editor The Traffic World. 


RULES UNDER CLAYTON LAW 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


At the hearing to be had before the Commission on 
May 16 as to the rules to be followed by carriers in their 





dealings with men or corporations between whom and - 


themselves there is a community of interest, the ap- 
plicable sections of the Clayton law, effective Oct. 15, 
1916, and the tentative rules formulated by the Commis- 
sion, are as follows: 


1. Section 1 of the Clayton anti-trust act contains, 
among others, the following definitions: 

“Commerce,” as used herein, means trade or commerce 
among the several states and with foreign nations, or between 
the District of Columbia or any territory of the United States 
and any state, territory or foreign nation, or between any 
insular possessions or other places under the jurisdiction of 
the United States, or between any such possession or place and 
any state or territory of the United States or the District of 
Columbia or any foreign nation, or within the District of Co- 
Iumbia or any territory, or any insular possession or other 
piace under the jurisdiction of the United States, provided that 
Ta thing in this act contained shall apply to the Philippine 
slands, 

The word “‘person’’ or ‘‘persons,’? wherever used in this act, 
shall be deemed to include corporations and associations exist- 
ing under or authorized by the laws of either the United States, 
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the laws of any of the territories, the laws of any state, or 
the laws of any foreign country. 

Section 10 of the said act provides “that after two 
years from the approval of this act no common carrier 
engaged in commerce shall have any dealings in securi- 
ties, supplies, or other articles of commerce, or shall 
make or have any contracts for construction or mainte- 
nance of any kind to the amount of more than $50,000 
in the aggregate in any one year with another corpora- 
tion, firm, partnership or association, when the said com- 
mon carrier shall have upon its board of directors or 
as its president, manager, or as its purchasing or selling 
officer, or agent in the particular transaction, any person 
who is at the same time a director, manager or purchas- 
ing or selling officer of or who has any substantial in- 
terest in such other corporation, firm, partnership, or 
association unless and except such purchases shall be 
made from, or such dealings shall be with the bidder 
whose bid is the most favorable to such common carrier, 
to be ascertained by competitive bidding under regula- 
tions to be prescribed by rule or otherwise by the Inter- 
state Commerce Commission. No bid shall be received 
unless the name and address of the bidder or the names 
and addresses of the officers, directors and general man- 
agers thereof, if the bidder be a corporation, or of the 
members if it be a partnership or firm, be given with the 
bid. 

“Any person who shall directly or indirectly do, or 
attempt to do anything to prevent anyone from bidding, 
or shall do any act to prevent free and fair competition 
among the bidders or those desiring to bid, shall be pun- 
ished as prescribed in this section in the case of an 
officer or director. 


“Every such common carrier having any such trans- 
actions or making any such purchases shall within thirty 
days after making the same file with the Interstate Com- 
merce Commission a full and detailed statement of the 
transaction, showing the manner of the competitive bid- 
ding, who were the bidders, and the names and addresses 
of the directors and officers of the corporations and the 
members of the firm or partnership bidding, and when- 
ever the said Commission shall, after investigation or 
hearing, have reason to believe that the law has been 
violated in and about the said purchases or transactions 
it shall transmit all papers and documents and its own 
views or findings regarding the transaction to the Attor- 
ney-General. 


“If any common carrier shall violate this section, it 
shall be fined not exceeding $25,000, and every such di- 
rector, agent, Manager or officer thereof who shall have 
knowingly voted for or directed the act constituting such 
violation, or who shall have aided or abetted in such 
violation, shall be deemed guilty of a misdemeanor and 
shall be fined not exceeding $5,000 or confined in jail 
not exceeding one year, or both, in the discretion of the 
court.” 

2. When any common carrier engaged in commerce as 
defined in section 1 of the said act desires to have any 
dealings in securities, supplies, or other articles of com- 
merce, or to make or have any contracts for construction 
or maintenance of any kind to the amount of more than 
$50,000 in the aggregate in any one calendar year with 
another corporation, firm, partnership, or association, 
when the said common carrier shall have upon its board 
of directors, or as its president, manager, or as its pur- 
chasing or selling officer, or agent in the particular trans- 
action, any person who is at the same time a director, 
manager, or purchasing or selling officer of, or who has 
any substantial interest in such other corporation, firm, 
partnership, or association, such common carrier shall, 
with respect to the transactions which bring the aggre- 
gate for the said year to more than $50,000, prepare 
specifications, form of proposals, and contract form, set- 
ting forth clearly and in detail the terms, times and 
conditions of the transactions proposed, when and where 
delivery or performance is to be made, the character- 
istics and amount of the securities, supplies, or other 
articles to be dealt in, specifying whether by purchase, 
sale, loan, hypothecation, or in any other way, similar 
or dissimilar, and of the work of construction or main- 
tenance to be performed, and when and how payment 
therefor is to be made, and shall publish in at least two 
newspapers of general circulation, one published in the 
city of Chicago, Ill., and one published in the city or town 
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where the principal operating office of the common Car- 
rier is maintained, and if practicable in at least two 
newspapers of general circulation published in the Vvi- 
cinity where the said contract is to be executed, and, 
where the specifications include materials or supplies, in 
at least one trade paper of the industry affected, notices 
describing in general terms the proposed contract, giving 
its serial number, and stating where and upon what con- 
ditions copies of the said specifications, proposals and 
draft contract may be procured, the manner in which bids 
thereon shall be submitted, and where and when and 
by whom the bids submitted shall be opened. The said 
notices shall be first published at least ten days prior 
to the date so fixed for opening bids and thereafter daily 
or weekly, as the case may be, to and including the day 
prior to the date so fixed. If the common carrier re- 
serves the right to reject any and all bids, that fact shall 
be plainly stated in the published notice. 

3. Each bid submitted shall be on the form of proposal 
80 prepared, with all blanks filled, shall be attached to 
the specifications and form of contract proposed, and 
shall be accompanied by tender of bond with sufficient 
sureties conditioned upon due performance of the pro- 
posed contract in such reasonable amount as may have 
been designated in the notice published as aforesaid. 
Such bid shall be inclosed with the accompanying papers 
in a plain envelope, securely sealed, bearing no indication 
of the name of the bidder or the amount of the bid, 
marked “Bid under proposed contract No. .’? and ad- 
dressed to the officer of the common carrier designated 
for that purpose in the published notice. 

Each bid shall state: 

(a) The name and address of the bidder; and, in addi- 
tion, 

(b) if the bidder be a corporation, the names and 
addresses of the officers, directors and general managers 
thereof, and of any purchasing or selling officer thereof 
in that transaction; and 

(c) if the bidder is a firm, partnership, or associa- 
tion, the names and addresses of the members thereof 
and of the manager, if any, and of any purchasing or 
selling officer thereof, in that transaction. 

All bids shall be opened together at the time and place 
and by the person or persons designated therefor in 
the notice so published. Bach bidder may attend in per- 
son or by duly authorized representative at the opening, 
and: shall be afforded opportunity to examine each bid. 

The bids shall forthwith be tabulated in conformity 
with the form of proposal prepared for use in the com- 
petitive bidding and a copy of such tabulation shall be 
promptly furnished to any bidder or authorized repre- 
sentative thereof upon application therefor. 

4. Bach such common carrier having any such dealings 
or having or making any such contracts for construction 
or maintenance as are within the scope of section 10 
of the Clayton anti-trust act, shall within thirty days 
after acceptance of any bid therefor file with the Inter- 
state Commerce Commission a full and detailed statement 
of the transaction showing, (a) the manner of the com- 
petitive bidding; (b) who were the bidders, and (c) the 
names and addresses of the directors and officers of the 
corporations, and the members of the firm or partnership 
bidding. 

5. The said statement shall be made in pamphlet form, 
on pages not less than 8 inches by 10% inches in size, 
nor greater than 9% inches by 12 inches in size, the 
longer edge of the page to be the binding edge. The 
paper shall be of a durable quality, fit for permanent 
record. 

6. The said statement shall contain (a) a copy of the 
resolution or order of the board of directors, executive 
committee, or officer of the said common carrier, specify- 
ing the purposes underlying the contract; (b) a copy 
of the specifications under which bids were invited; (c) 
a copy of the notices published in newspapers inviting 
bids, the names and addresses of the newspapers in 
which such notices were published and the dates of pub- 
lication; (d) complete copies of all bids received; (e) 
designation of the bid accepted and a statement of the 
reasons for which it was accepted; (f) a copy of the 
contract entered into between the said carrier and the 
accepted bidder: (zg) a statement showing in detail the 
relation borne to the accepted bidder by each director 
of the said carrier and by the president, manager, pur- 
chasing or selling officer, and agent of the said carrier 
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in the particular transaction, and describing fully each 
substantial interest held by any of the foregoing per- 
sons in the said bidder; (h) a citation by name and by 
number of volume and page of records of the said carrier 
whereon are recorded all resolutions and other matters 
of record connected with the formation of the said con- 
tract; (i) a certificate signed by one or more officers or 
agents of the said carrier who signed the said contract 
on behalf of the carrier, certifying that the statement 
~ — and correct to the best of his knowledge and 
elief. 

7. Each common carrier engaged in commerce as de- 
fined in section 1 of the Clayton act shall further report 
annually, within thirty days after the close of the cal- 
endar year, a statement of all dealings with and pur- 
chases from each such other corporation, firm, partner- 
ship, or association, described in section 10 of said act, 
regardless of the amount of such transactions and re- 
gardless of whether competitive bidding is required under 
the act. The said statement shall give the date and 
amount of each transaction or purchase and the name 
of the corporation, firm, partnership, or association in- 
volved, and shall be made in accordance with forms 
prescribed by the Interstate Commerce Commission, on 
paper of durable quality, fit for permanent record. Said 
statement shall be certified by the president or other 
chief officer of the carrier to be complete and correct to 
the best of his knowledge and belief. 


RAILWAY OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A. summary of the results of operations of big steam 
roads in March was made public by the Commission May 
3. It covered 114 roads with a mileage of 139,132. The 
operating revenue rose from $143,451,000 to $178,559,000. 
Expenses went up from $102,129,000 to $118,929,000, caus- 
ing the net to rise from $41,322,000 to $59,630,427, or from 
$299 to $429 per mile. 

In the eastern district the operating revenue rose from 
$58,091,000 to $74,861,000. Expenses went up from $44,- 
034,000 to $52,430,000, causing the net to rise from $14,- 
056,000 to $22,431,000, or from $405 to $652 per mile. 

In the southern district the revenue rose from $27,408,- 
900 to $33,845,000. Expenses climbed from $18,949,000 to 
$21,459,000. The net rose from $8,458,000 to $12,386,000, or 
from $277 to $401 per mile, 

In the western district the revenue rose from $57,952,000 
to $69,852,000 and the expenses from $39,145,000 to $45,- 
039,000.. The net rose from $18,806,000 to $24,812,000, or 
from $257 to $336 a mile. 

For the nine months of the fiscal year the net for the 
country as a whole rose from $2,774 to $3,820 a mile. In 
the eastern district it rose from $4,086 to $6,243. In the 
southern district it rose from $2,121 to $3,045, and in the 
western from $2,418 to $3,007. 

Through a typographical error in The Traffic World of 
April 22, the operating revenue in the southern district 
for February was given as $771 per mile instead of $971. 





COMMISSION ORDERS. 


The West Virginia State Board of Trade, the Central 
West Virginia Coal Operators’ Association and Coal Oper- 
ators in the Pocahontas, Tug River and Thatcher districts, 
have been allowed to intervene in Case 8725, Lake Cargo 
Coal Rates, and Case 8598, Pittsburgh Coal Operators’ 
Association vs. Pa. Co. et al. 

Complainants’ petition for rehearing in Case 7085, Mis- 
sion Brewing Co. vs. Santa Fe et al., denied. 

Complaint 7109, Sub. 2, Cape Girardeau Portland Cement 
Co. vs. St. L. & S. F. et al.) has been reopened for further 
hearing to enable the Commission to prescribe rate 
divisions. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 


CUSTODY AND CONTROL OF GOODS. 


Bill of Lading: 

(Ct. of Civil Apps. of Texas.) Where a bank purchased 
a seller’s bill of lading with draft attached, but on re- 
fusal of the buyer to accept the goods the seller gave 
its check to the bank for the amount of the draft, Held, 
on the evidence, that at the time of a levy on the goods 
as the property of the seller the title was in the seller, and 
not in the bank.—Collin County Nat. Bank et al. vs. 
Satterwhite, 184 S. W. Rept. 338. 

(Supreme Ct. of Iowa.) A bill of lading, when properly 
indorsed, is symbolic of the property, and by transfer 
passes title to the holder; therefore a bank which re- 
ceived a bill of lading as collateral security for a loan 
made acquired title to the property which was superior 
to the rights of attaching creditors of the consignee.— 
Exchange Nat. Bank vs. McCaffery, 157 N. W. Rept. 209. 
Evidence: ‘ 

(Supreme Ct. of Iowa.) Where a bank claimed a ship- 
ment of corn under assignment of bill of lading by the 
consignee to whom funds were advanced to enable him 
to pay the draft attached to the bill of lading, evidence 
of fraud between the consignee and the bank held insuffi- 
cient to go to the jury.—Exchange Nat. Bank vs. Mc- 
Caffery, 157 N. W. Rept. 210. 


LOSS OF OR INJURY TO GOODS. 
Connecting Carrier: 

(Ct. of Civil Apps. of Texas.) Act Cong. Feb. 13, 1893, 
c. 105, 3, 27 Stat. 445 (U. S. Comp. St. 1913, 8031), pro- 
vides that if the owner of any vessel shall exercise due 
diligence to make it seaworthy and properly manned and 
equipped, neither the vessel nor the owners shall be re- 
sponsible for damage or loss resulting from faults or 
errors in navigation or arising from dangers of the sea 
or other navigable waters, acts of God, etc. Held, that 
where a violent hurricane loosened a porthole and forced 
sea water upon the cargo, a finding in favor of the steam- 
ship company in an action for damages involved the find- 
ing that the damage was unavoidable through an act of 
God and precluded a recovery against a connecting rail- 
way carrier, which was guilty of no negligence.—Texas & 
P. Ry. Co. vs. Eramvert et al., 184 S. W. Rept. 274. 


CARRIAGE OF LIVE STOCK. 
Agent’s Authority: 

(St. Louis Ct. of Apps., Missouri.) The agent of a 
shipper of .a horse is bound, before signing a bill of 
lading, to inform himself as to its contents, and, where 
he signed the contract limiting the carrier’s liability, and 
there was no fraud, his principal is bound regardless of 
the agent’s knowledge.—Stubblefield vs. St. Louis & S. F. 
R, 184 S. W. 149. 

Burden of Proof: 

(Ct. of Civil Apps. of Texas.) In an action for dam- 
azes to a shipment of live stock, the carrier has the 
burden of proving that a stipulation in a written contract 
for carriage that notice of injury must be given in one 
day before the cattle were removed from the place of 
delivery at destination, was reasonable under the facts 


of the particular shipment.—Kansas City, M. & O. Ry. 
Co. vs. Hansard, 184 S. W. Rept. 328. 


Connecting Carrier: 

(Supreme Ct. of Nebraska.) Where a defective car 
is furnished by an initial carrier for the transportation 
of animals to a point beyond its own line and injuries 
are sustained by the animals by reason of such car being 
out of repair, the initial carrier is liable for such dam- 
ages in the absence of any proof of negligence by the 
connecting carrier.—-Fuller vs. Chicago & N. W. Ry. Co., 
157 N. W. Rept. 332. 

Contract: 

(Ct. of Civil Apps. of Texas.) An interstate shipment 
of- live stock may be made on an oral contract.—Kansas 
City, M. & O. Ry. Co. vs. Hansard, 184 S. W. Rept. 329. 
Double Recovery: 

(Ct. of Civil Apps. of Texas.) In an action against a 
railroad for damages to a shipment of live stock, an 
instruction, authorizing a double recovery, was erroneous. 
—Kansas City, M. & O. Ry. Co. vs. Russell, 184 S. W. 
Rept. 230. 

Duty of Carrier: : 

(Supreme Ct. of Nebraska.) It is the duty of a com- 
mon carrier to furnish safe and suitable cars to be used 
in shipping animals, and for failure to do so the carrier 
is liable, if damages result by reason of such failure.— 
Fuller vs. Chicago & N. W. Ry. Co., 157 N. W. 332. 
Receivers: 

(Ct. of Civil Apps. of Texas.) A shipper of live stock, 
suing for damages thereto while the properties of the 
railroad were in the hands of receivers, must allege and 
prove that the receivers had been duly appointed and 
discharged, and that its property delivered back was equal 
in value to the amount of the shipper’s claim, or that 
such claim was made a condition of such delivery of the 
property by the decree of the court terminating the re- 
ceivership, and also by what court the receivers were 
appointed and discharged.—Kansas City, M. & O. Ry. Co. 
vs. Russell, 184 S. W. Rept. 299. 

Where damage to a shipment of live stock occurred 
while the railroad was in the hands of receivers, ap- 
pointed by a federal court, such road will be treated as 
in the hands of the federal courts when the injury oc- 
curred, and the shipper cannot recover therefor.—lId. 
mheduced Rate: 

(St. Louis Ct. of Apps., Missouri.) Under interstate 
commerce act 1887, 2, 3 (U. S. Comp. St. 1913, 8564, 8565), 
an interstate carrier may file two rates, one a regular 
rate in which its common law liability is preserved, and 
the other a lesser rate based on an agreed valuation, but 
such rates must be open to all the public, and where 
the carrier relied on a limitation of liability in the bill 
of lading claiming a less rate was charged, an instruction 
requiring the jury to find as a condition to the limitation 
that: plaintiff received service at a less rate than other 
persons is improper.—Stubblefield vs. St. Louis & S. F. 
R.- Co., 184 S. W. Rept. 149. 

A recital in a contract that a reduced rate was charged 
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in consideration of a limited valuation prima facie estab- 
lished that fact—lId. 
Time to Sue: 

(Ct. of Civil Apps. of Texas.) A provision in a written 
contract for the carriage of live stock that a suit for 
injury must be brought within 91 days after the alleged 
injury, or else the action should be barred, is not un- 
reasonable or invalid—Kansas City, M. & O. Ry. Co. vs. 
Hansard, 184 S. W. Rept. 329. 

A stipulation in a written contract for the carriage of 
live stock that a suit for damages must be brought within 
91 days would not be binding if there was no considera- 
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tion therefor; and where an oral contract, binding the 
carrier, had been previously made, a subsequent written 
contract would be without consideration.—Id. 


Time to Sue—Waiver: 

(Supreme Ct. of Oklahoma.) Whether or not there is 
an implied waiver of a stipulation in a live stock trans- 
portation contract between a carrier and a shipper, limit- 
ing the time within which action should be sustainable 
thereunder, is one of fact, to be determined by jury 
under proper instructions.—St. Louis, I. M. & S. Ry. Co. 
vs. Patterson, 156 Pacific Reporter 217., 





ek ee t 
Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
* 





POWER TO REGULATE COMMERCE. 
Carmack Amendment: 

(St. Louis Ct. of Apps., Missouri.) The provision of 
the Carmack amendment that the holder of any bill of 
lading issued for interstate carriage should not be de- 
prived of any right of action or remedy he had under the 
existing laws refers only to existing federal laws.—Stub- 
blefield vs. St. Louis & S. F. R. Co., 184 S. W. Rept. 149. 


Federal Regulation: 

(St. Louis Ct. of Apps., Missouri.) Congress having 
passed the interstate commerce act (act Cong. Feb. 4, 
1887, c. 104, 24 Stat. 379) and the Carmack amendment 
(act Cong. June 29, 1906, c. 3591, 7 pars. 11, 12, 34 Stat. 
595 (U. S. Comp. St. 1913, 8592)), which purport to cover 
the whole field of interstate commerce, the federal laws 
are exclusive for determination of controversies arising 
out of such commerce.—Stubblefield vs. St. Louis & S. F. 
R. Co., 184 S. W. Rept. 149. 

Pleading: 

(St Louis Ct. of Apps., Missouri.) While foreign stat- 
utes must be pleaded, it is unnecessary for a defendant 
carrier to set up in its answer the provisions of the fed- 
eral laws where the answer showed that the transaction 
was interstate, as to which the federal laws govern.— 
Stubblefield vs. St. Louis & S. F. R. Co., 184 S. W. Rept. 
149. 

REGULATION OF COMMON CARRIERS. 


Connecting Carriers: 

(Ct. of Civil Apps. of Texas.) In the absence of a 
special contract or course of business to the contrary, an 
initial carrier, or an intermediate connecting carrier, is 
bound only to safely carry and deliver the shipment to 
the next carrier—Quanah, A. & P. Ry. Co. vs. Warren, 
184 S. W. 232. 

Discrimination: 

(Ct. of Civ. Apps. of Texas.) Rev. St. 1911, art. 6670, 
subd. 1, provides that it shall be an unjust discrimination 
for any railroad to give any undue or unreasonable pref- 
erence or advantage to any person, company, etc. Sub- 
division 2 provides that every railroad company which 
shall, under such regulations as may be prescribed by 
the railroad commissioner, fail or refuse to transport and 
deliver without delay or discrimination any passengers, 
tonnage or cars destined to any point on or over the line 


of any connecting railroad, shall be guilty of unjust dis- 
crimination. Article 6671 provides that any railroad do- 
ing or permitting anything thereby prohibited or declared 
unlawful, or omitting any act therein required to be done, 
shall be liable for the damages sustained, and, in case 
of extortion or discrimination, for a penalty of not less 
than $125. Held, that if no regulations are adopted by 
the railroad commission, the penalty for failure to deliver 
freight to a connecting carrier without delay nevertheless 
accrues, but is governed by subdivision 1 and not by sub- 
division 2—Quanah & P. Ry. Co. vs. Warren, 184 S. W. 232. 

As used in Rev. St. 1911, arts. 6670 and 6671, relative 
to the failure or refusal of any railroad company to de- 
liver without delay freight destined to a point on the 
line of any connecting railroad, “delay” means discrimi- 
nation; and, where delay is shown, a party is entitled 
to recover the statutory penalty.—lId. 

Under Rev. St. 1911, arts. 6670, 6671, a carrier, delaying 
or refusing to deliver a shipment, destined to a point on 
the line of a connecting carrier, to such connecting car- 
rier, is liable for the damages sustained and the statutory 
penalty, though the shipment is not under a contract for 
through shipment.—Id. 

Through Shipments: 

(Ct. of Civ. Apps. of Texas.) Rev. St. 1911, art. 731, 
provides that common carriers over whose lines any 
freight received by either of such carriers for through 
shipment on a contract for through carriage, recognized, 
acquiesced in, or acted upon by them, shall be considered 
connecting lines, and deemed and held the agents of 
each other, and deemed to be under a contract with each 
other and with the shipper for the through transportation 
of the property. Held, that a receipt issued by a carrier 
acknowledging the receipt of goods subject to the con- 
ditions of a bill of lading and disclosing that the bill of 
lading was issued at the initial station of shipment, and 
that the destination of the goods was a point on the 
lines of a connecting railroad, did not tend to show that 
the shipment was a through shipment.—Quanah, A. & P. 
Ry. Co. vs. Warren, 184 S. W. Rept. 232. 

Under Rev. St. 1911, art. 731, relative to the liability 
of connecting carriers in case of a through shipment, there 
must be something more than the mere receipt and 
transportation of goods or property to show a contract 
for through shipment.—Id. 
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a = signor under the contract or for his benefit, he is ordi- 
narily liable for freight. This is so far true that the 
Legal Department insertion in a bill of lading of a provision that the goods 
are to be delivered to the consignee, ete., “he or they 
Conducted by paying freight,’ will not of itself, relieve him from that 
CHARLES CONRADIS . liability, such provision being for the benefit of the car- 
General Counsel, The Traffic Service Bureau rier, which may waive it and resort to the consignor, 
In this department we answer simple questions relating to the law unless the latter is exonerated by some special stipula- 
6 Seen pe Bare 1a aaa aus ee tion, although it has delivered the shipment to the con- 
to their inquiries by the payment of a small fee, as elsewhere ex- signee; but in all cases the carrier ought to endeavor to 

plained. Address Legal Department, The Traffic Service Bureau, 4 . ; 
Colorado Building, Washington, D. C. collect. freight from the consignee as the presumptive 

J 3 owner of the goods. 





Burden of Proving When Loss Occurred. 

Washington.—Question: “Will you kindly advise us, 
through the columns of The Traffic World, whether there 
is any law or opinion rendered of a case as follows: A 
shipment made from A to B, B being a prepaid station. 
Goods on arrival at B were requested by consignee to 
be returned to original point of origin, namely A. On 
receipt of returned goods a shortage was discovered and 
was so reported to carrier. Would the carrier be re- 
sponsible for loss in this instance unless he could prove 
that the pilferage occurred while goods were at the pre- 
paid station, namely, B?” 

Answer: In an action against a carrier the plaintiff 
establishes a prima facie case by proving that the goods 
were received by the carrier for transportation and that 
it failed to deliver them according to its undertaking. 
Where part of the goods were delivered to the consignee 
and part not, that is, where a shortage exists, and the 
entire lot were embraced in the same bill of lading, a 
waybill, the presumption is that the entire lot was re- 
ceived by the carrier. Where the carrier fails to deliver 
the entire lot, it must be presumed that such cause was 
the carrier’s negligence, and it has the burden of proving 
that the loss resulted from some cause for which it was 
not responsible, such as an act of God, or the public 
enemy, the fault of the owner, inherent infirmities in 
the goods, etc. While some of the courts seem to hold 
that the burden is upon plaintiff to show that the loss 
of freight complained of occurred while the carrier was 
responsible for the property, as a common carrier, yet the 
courts of Illinois seem to hold that the burden is on the 
carrier to show that its liability as common carrier had 
ceased before the loss occurred. Where, however, there 
has been an actual delivery of the goods to the consignee 
and a return thereof by him to the consignor, it is our 
opinion that the burden is on the plaintiff to show that 
the loss did not occur while the goods were in possession 
of the consignee, especially so, if he receipted for the 
zoods in good order. 

* * * 
Persons Liable for Freight Charges. 

Illinois.—Question: “Some time ago we forwarded a 
car of machinery to a customer in North Carolina. It 
was billed ‘Shipper’s order, notify.’ The shipment was 
not marked ‘Prepaid,’ but the agent at destination allowed 
the consignee to take the goods without payment of 
freight. Some time later he failed in business and the 
transportation companies are now asking us for the 
freight. Considering these circumstances, can we be 
forced to pay?” 

Answer: The existence of the relation of carrier and 
consignee will net establish a liability on the part of 
the latter to pay the freight charges, in the absence of 
an agreement, express or implied. The general rule is, 
that in all cases, where goods are shipped by the con- 


ae + + 
Application State Mileage Rate to Interstate Shipments. 


New Jersey.—Question: “In connection with the Act 
to regulate commerce, the Commission rules that in the 
absence of a specific joint through rate between given 
points, the lawful rate shall be that represented by a 
combination of interstate factors. Would it therefore not 
be permissible to use state mileage rates that are gov- 
erned by I. C. C. classification, in other words, the West- 
ern, Official or Southern issues, since the rates applied 
beyond basing points would naturally be regulated by 
the classification applying under I. C. C. numbers, there- 
fore, it is our opinion that this can be legally construed 
as an interstate factor. As an illustration, we cite Rus- 
sellville, Ark., to which point there are no through rates 
from this territory and by use of combination rate on 
Little Rock or Argenta, the rate would figure very much 
lower than through Mississippi and Ohio River gateways.” 

Answer: The Commission holds that in the absence 
of a joint through rate the lowest combination of inter- 
mediate rates should apply. It would therefore be per- 
missible to use state mileage rates in making the lowest 
combination for an interstate shipment, provided that the 
local rate named in tariffs is on file with the Commission, 
and that no provision therein prevents the application 
of such mileage rate. In Rates on Grain and Grain Prod- 
ucts, 33 I. C. C., 454 (see Traffic World, April 10, 1915, 
page 771), the Commission expressly held that state rates 
not on file with the Commission cannot be applied in 
making combination rates on interstate traffic. The mere 
fact that a state mileage rate is governed by a classifica- 
tion, which classification is on file with the Commission, 
does not constitute a sufficient filing of the mileage rate 
so as to make it properly applicable to an _ interstate 
shipment. 

+ * s 
Procedure in Overcharge Claims. 


New York.—Question: “The bill of lading for a ship- 
ment showed the correct lawful rate applicable thereto. 
Through an error in the billing by one of the connecting 
lines, however, the shipment was billed at a higher rate 
than was lawfully applicable, and the agent at destination 
assessed charges in accordance with the rate at which the 
shipment was billed. The consignee presented the bill 
of lading, which showed the correct lawful rate, and offered 
to pay the charges at that rate, but the railroad agent 
insisted upon collecting the charges which were made 
up in error, and refused to deliver until these charges 
were paid, he, of course, not having a complete file of 
tariffs, and not knowing that the charges were unlawful. 

Was the agent within his right to refuse to deliver the 
goods, until the full charges, even though erroneous, were 
paid, and has the consignee any cause for action against 
the railroad company for this refusal to deliver the ship- 
ment, when he has offered to pay charges at the lawful 
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rate, as shown in the bill of lading? Of course, the. 


consignee could pay the excess charges and file a claim 
for refund, but would he be obliged to do this before 
he could get delivery of the shipment, proving the agent 
refused to deliver until the charges which he thought 
were correct were paid?” 

Answer: We understand that the bill of lading cover- 
ing shipment in question gave the correct rate applicable 
thereto, but that the waybill of one of the connecting 
carriers showed an erroneous rate, and that the delivering 
carrier refused to deliver the shipment to the consignee 
until the latter paid the erroneous rate given in the way- 
bill. Under such circumstances, the consignee can right- 
fully decline to pay the erroneous rate, and can hold the 
carrier responsible for whatever damage he has suffered 
by reason of such wrongful refusal to deliver, particularly 
so if the evidence positively shows that an overcharge 
was made, this on the ground that the carrier is violating 
the act and overcharging the consignee and that it is the 
shipper or consignee’s duty to pay the legally published 
rate. 

However, as the Commission holds that it is not a 
proper practice for a carrier to adjust claims immediately 
upon presentation and without investigation, and that 
where higher than the published charges are assessed in 
error, that it is incumbent upon the carrier to make 
refund immediately, irrespective of any other considera- 
tion, and without recourse to the Commission, the most 
prudent course for a consignee to take is to pay the 
charge as demanded by the carrier, and if the same is 
above the lawful rate, to file claim promptly with the 
delivering carrier and demand refund immediately of the 
overcharges. In the case of Tyson & Jones Buggy Co. 
vs. Aberdeen & Asheboro Ry. Co. et al., 17 I. C. C., 330 
(see Traffic World, Jan. 8, 1910, page 37), the Commis- 
sion criticized the carriers’ lack of prompt attention to 
plain overcharge claims in the following language: “We 
are advised that the delay in making the payment is fre- 
quently due, not to the failure to discover the overcharge, 
but to the efforts of the delivering carrier to ascertain 
before making the refund to the shipper which carrier 
participating in the movement is responsible. ’ This is 
not a proper practice. The shipper is entitled to a repay- 


ment from the carrier that has collected the freight ~ 


charges as soon as it appears that an overcharge has 
in fact been made. * * * When the overcharge has 
been discovered it should immediately be repaid by the 
carrier that collected the charges, and this should be 
done whether a demand has been presented by the ship- 
per or not.” 
oo - * 
Conclusiveness of Bill of Lading Recitals. 


Michigan.—Question: “Bill of lading is presented to 
carriers, same to be prepaid and amount shown is $14. 
Agent refuses to give signature until full charges are 
prepaid, although we have credit arrangements calling 
for weekly settlement. Our contention is that agent’s 
signature to bill of lading covers contents of shipment 
only and is not a receipt for payment charges unless 
properly signed in space designated for signature to 
cover. Agent avers, however, that their attorneys have 
ruled that signature to the original bill of lading is re- 
ceipt for full payment of charges, providing said charges 
are entered in said bill of lading.” 

Answer: A bill of lading is an instrument of a two- 
fold character. It is at once a receipt and a contract. 
In the former character it is an acknowledgment of the 
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receipt of property by the carrier; in the latter it is a 
contract to carry the goods safely from the place of ship- 
ment and deliver to a person named, or his order at the 
point of destination. In so far as it is a contract it can- 
not be explained, varied, added to, altered or contradicted 
by parol evidence. Recitals as to the receipt of goods, 
quantity, quality, condition, ownership, rate or destina- 
tion, are merely prima facie evidence of the faets they 
purport. to admit and such admissions may be rehutted 
by other circumstances connected with the transaction. 
The courts have held that a stipulation in the bill of 
lading for a reduced or special rate of freight is not con- 
clusive, but only prima facie evidence open to explanation 
and contradiction. 

But under the interstate commerce act and the rulings 
of the Commission, it is rather doubtful if the rate of the 
amount prepaid as charges, as stipulated in the bill of 
lading, can be contradicted or explained by parol evidence. 
The act requires the carrier to publish and strictly ob- 
serve its tariff rates and provides a penalty for the mis- 
statement of such a rate. The Commission’s rules also 
place upon the carrier the certain responsibility for dam- 
ages resulting by reason of the misstatement of rate, or 
a conflict between the rate and the route, or for demur- 
rage charges resulting by reason thereof. In rule 20, 
Conference Rulings Bulletin 6, the Commission held that 
any special understanding between shipper and carrier 
not published in the carrier’s tariffs, relative to the pre- 
payment of charges, are of no valid effect. On page 492 
of Interstate Commerce Reports, Vol. 25 (see Traffic 
World, Jan. 4, 1913, page 5), In the Matter of Suspension 
of Western Classification No. 51, the Commission points 
out circumstances when the consignee may be justified 
in relying on the representation of the carrier made in 
the bill of lading. The possible responsibility of the 
carrier for demurrage charges resulting by reason of a 
dispute concerning the payment of | full transportation 
charges, are indicated in the case of National Clay Works 
vs. M. & St. L. R. R. Co., 38 I. C. C., 353 (see Traffic 
World, April 1, 1916, page 675), and the case of Este 
Co. vs. A. C. L. R. R. Co., 34 I. C. C., 469 (page 122, July 
17, 1915, issue of The Traffic World). 

For these reasons we are of the opinion that the initial 
carrier may refuse to sign a bill of lading purporting to 
prepay all freight charges, if such charges are not in 
fact fully paid. 


COMMISSION ORDERS 


Case 7838, Omaha Alfalfa Milling Co. vs. U. P. et al., has 
been reopened for further hearing at the request of com- 
plainant. ; 

Petition of defendant in Case 7808, Standard Paint Co. 
vs. Sou. Pac., for modification of Commission’s order, de- 
nied. 

The Traffic Bureau of Nashville, Tenn., has been allowed 
to amend its complaint No. 8672, vs. the L. & N. 

The Boston Chamber of Commerce and the La Crosse 
Shippers’ Assn. has been allowed to intervene in Case 
6624, application of Grand Trunk of Canada under the 
Panama Canal Act. 

The National Petroleum Association has been allowed to 
intervene in Case 8688, Pieree Oil Corporation vs. the 
M. K. &-T. et al. 

The Russian Poultry & Egg Co. has been allowed to 
amend its complaint against the St. L. & S. F. et al. 
Doeket No. 8729. 
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Transportation Questions of Interest to Traffic Men Who Keep in Touch 


MUTUALOIL COMPANY VS. ATCHISON 


Editor The Traffic World: 

In your issue of April 22 you refer to the statement of 
the Commission in its decision in Mutual Oil Co. vs. The 
Atchison, Topeka & Santa Fe Railway Co., No. 6846 (that 
the informal correspondence prior to the filing of the 
complaint furnished no data from which particular ship- 
ments might be identified and that it did not stop the 
running of the statute of limitations), as something which 
“a sarcastically inclined man” might make fun of, since 
the carriers “are presumed to have records of all ship- 
ments” and “could find out what business the Mutual 
had done between those points.” — 

Following your line of reasoning to its terminal, a ship- 
per should be required to file no claim at all and a carrier 
should accept a mere “roar” for a refunder. It is next 
to superfluous to say that that would lead in a very short 
time to very bad practices. 

To guard against bad practices and to require some- 
thing like conformity to the well-settled rules of fair 
and orderly procedure in litigation, Congress requires, by 
section 16, “that all complaints for the recovery of dam- 
ages shall be filed with the Commission within two years 
from the time the cause of action accrues and not after.” 
That is only just to the carrier, and it is certainly no 
burden upon the shipper. 

Section 13 specifies’ the kind of complaint which the 
shipper must file within two years. The complaint “shall 
briefly state the facts.” Thereupon the Commission sends 
a copy of the complaint to the carrier, calling upon it to 


“satisfy the complaint” or answer it in writing within . 


a time specified. This section says that “if such common 
carrier within the time specified shall make reparation 
for the injury alleged to have been done, the common 
carrier shall be relieved of liability to the complainant.” 

That means that the complaint which must be filed with 
the Commission within two years must be so specific as 
to details that the carrier may immediately, in a proper 
case, settle upon the specifications. Moreover, a carrier 
should not be permitte@ to settle upon anything else than 
clear specifications. It was settlements without specifica- 
tions that helped to bring about the Hepburn amendment. 
A carrier should not be permitted, as your sarcastically 
inclined man might suggest, to go to its records and work 
out a case to be settled with a shipper. 

Recognizing the importance of specific pleadings in 
litigated cases, and perhaps particularly in cases so much 
attended by temptations and “influence,” the Commission, 
upholding the contention which we have always made, 
said in Anadarko, etc., vs. the Atchison, Topeka & Santa 
Fe Railway Co. (20 I. C. C., 43, 49): 

It follows that the Commission is not justified in awarding 
damages in any case except on a basis as certain in law and in 
fact as is essential to the support of a final judgment or decree 


requiring the payment of a definite sum of money by one party 
to another. 


There you have tersely stated the law and the common 
Sense—which are usually one. 


With the Times—Contributions Are Welcomed 





There is no good reason why a shipper should not file 
with the Commission within two years from the time his 
cause of action accrues a detailed statement of the facts 
from which the cause of action springs. If “a sarcastically 
inclined man” were to contend for anything else, he would 
fail to become sarcastic and would be merely comical. 

T. J. Norton, General Attorney, A., T. & S. F. Ry. Co. 

Chicago, Ill., May 3, 1916. 


EXTRAORDINARY VERSUS ORDINARY 


Editor The Traffic World: 

It is reasonable to assume that every individual would 
like to attain the highest degree of success in his chosen 
occupation, and in the spirit of fairness it is also reason- 
able to assume that all individuals are ready to accord 
recognition to the successful accomplishments by others. 
Agreeing that this is true, we intuitively ask ourselves 
whether we are earnestly interested in our own welfare 
and if this is answered in the affirmative we are con- 
fronted with the pleasant task of looking for the best way 
in which to direct our efforts. . It is not likely that either 
of us would care to select a path known to be a rocky 
road to travel. 

If we study the causes that led to the success of others 
and then apply those principles to our own case, we will 
be sure of following a safe course. 

As we analyze these causes we do not discover any 
great secrets; on the contrary, we find that the self-same 
principles are subject to every individual’s command. 

Have you ever attended a game of baseball and noticed 
how the skillful playing of some particular player met 
with special recognition by the fans? The according of 
this special recognition was brought about by the fact 
that this particular player was extraordinary in display 
of head and team work when compared with the other 
men in the game. 

So it is with everything and especially in all lines of 
human endeavor. There are extraordinary executives, 
junior executives and subordinates in the performance of 
specific duties, etc. In fact, every organization is sus- 
ceptible of having its force segregated by individuals in 
each branch of the service or otherwise, so as to show 
separately those employes who are classed as extraordi- 
nary, there being no special classification for the ordinary 
ones. 

As we all know, the former are in a decided minority 
and the latter in a great majority. Right here it will be 
in order to give some of the multitude of suggestions, all 
of which when properly pursued will be helpful in making 
the individual extraordinary. i 

Mental stagnation is fatal to progress. Every one should 
recognize that a “statu quo” cannot exist with any or- 
ganization, but that there must be either progress or 
retrogression, and, therefore, the successful head of any 
part of the organization, no matter how large or small it 
may be, must have before him at all times matters for 
accomplishment which will make for improvement. 
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Original ideas are like seeds, they are of little value 
unless they are planted and bear fruit. It is the fruit 
that is salable. 

Thinking of doing a thing without doing it will get you 
nowhere. It is the doing that counts. 

If one-half of the time devoted to correcting mistakes 
was properly applied to preventing them, the other half 
would be free time. ~ 

Observance and practice of discipline are essential in 
nurturing productive powers and eliminating wasteful 
methods. 

A few minutes’ head-work will often save several hours’ 
foot-work. 

A thorough analysis of “business luck” will let you 
discover that it is made up entirely of determination, 
application and initiative. j 

Sarcasm, harshness, impudence nor noise are in any- 
wise an element of logic; when one thoroughly under- 
stands what he is talking about pleasant argument is 
convincing. 

Everything you do builds reputation. The advantage 
is in doing it right. 

An excuse serves no real purpose. 

Being present without your physical and mental spark 
plugs working won’t accomplish the duties before you. 

Hugh Chalmers says that the only difference between 
a rut and a grave is in the depth and the width. 

Have you ever read what Elbert Hubbard wrote on 


“A Message to Garcia?” If so, are you delivering your 
“Message to Garcia?” 

Would it not be a good idea for all of us to devote 
at least ten minutes a day in a study along these lines 
in the interest of our own welfare? We can organize 
an Amalgamated Thought Club, with each individual con- 
stituting a separate club, and in this way each one can 
reserve the privilege of having as few or as many present 
at each session as desired and can name his own time 
and place of meeting. Sayings like those given above 
and such words as tact, talent, perserverance, persistency, 
initiative, thoroughness, etc., when properly and fully 
analyzed at these thought-club sessions, will without doubt 
throw a brighter light along the path ahead; in other 
words, we will displace superficiality and laxness by thor- 
oughness and enthusiasm. 

In the final analysis of the two characteristics, the sub- 
ject of this discussion, we find that all that is necessary 
to be ordinary is to remain in the ranks of the great 
majority- and let others do the main thinking and direct- 
ing, while, on the other hand, to be extraordinary it is 
necessary to know what you are doing and why, and to 
earnestly study the essential characteristics necessary to 
be- really successful in your chosen field of occupation. 

In the pursuance of mental application we automatically 
bring our continued successful accomplishments to the 
attention of those in authority and will find that the 
benefit derived will pay big returns for the time devoted 
and expense incurred in this line of self-advertising. 

While our country is discussing national preparedness 
we have an excellent opportunity to carefully consider 
individual preparedness; in fact, the former is to a great 
extent dependent upon the latter. 

Now, reader, if my message has given you a new line 
-of thought and any pursuance thereof is undertaken, I 
will feel amply repaid for the time devoted in assembling 
these few suggestions in concrete form for consideration. 

. S. R. Biering, 

Assistant General Claim Agent, G., C. & S. F. Ry., 

Galveston, Tex. 
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TO AMEND CUMMINS ACT 


The Senate committee on interstate commerce has 
agreed on a bill amending the Cummins amendment to 
the Carmack amendment. The object is to do away with 
the vexation caused by the Cummins amendment, which 
became effective June 3 last year. The change recom- 
mended by the committee, which used S. 3096, introduced 
by Senator Cummins, in which he undertook to correct 
the part of the law carrying his name, is to be made in 
the “Provided, however,” so that it will read as follows: 


_Provided, however, That the provisions hereof respecting lia- 
*bility for full actual loss, damage, or injury, notwithstanding 
any limitation of liability or recovery or representation or 
agreement or release as to value, and declaring any such 
limitation to be unlawful and void, shall not apply, first, to 
baggage carried on passenger trains or trains carrying pas- 
sengers; second, to property, except ordinary live stock, re- 
ceived for transportation concerning which the carrier shall 
have been or shall hereafter be expressly authorized or re- 
quired by order of the Interstate Commerce Commission to 
establish and maintain rates dependent upon the yalue declared 
in writing by the shipper or agreed upon in writing as the re- 
leased value of the property, in which case such declaration 
or agreement shall have no other effect than to limit liability 
and recovery to an amount not exceeding the value so declared 
or released, and shall not be held to be a violation of Section 
10 of the interstate commerce act; and any tariff schedule 
which may be filed with the commission pursuant to such order 
shall contain specific reference thereto and may establish rates 
varying with the value so declared or agreed upon; and the 
commission is hereby empowered to make such order in cases 
where rates dependent upon and varying with declared or 
agreed values would, in its opinion, be just and reasonable un- 
der the circumstances and conditions surrounding the trans- 
portation. The term “ordinary live stock’? shall include all 
cattle, goats, horses and mules, except such as are chiefly val- 
uable for breeding, racing, show purposes, or other special 
uses. 


With regard to the Cummins amendment and this 
amendatory bill, the committee in its report says: 


The proposed legislation is an amendment of the Act of 
March 4, 1915 (effective June 3), commonly called the Cum- 
mins amendment. That amendment was designed to impose 
upon carriers liability for full actual loss, damage, or injury, 
to property transported notwithstanding any limitation of lia- 
bility or recovery or representation or agreement as to value. 
The Cummins amendment, as reported by this committee 
contained a proviso making certain exceptions in its applica- 
tion. The proviso reported by the committee was stricken out 
on the floor of the Senate and another substituted in its stead 
and in that form became a law. 

The construction put upon the proviso by the Interstate Com- 
merce Commission has resulted in some vexatious requirements 
insisted upon by carriers and in some injustice. For instance, 
it has been held by the commission that under the proviso the 
carrier may compel the shipper to state the value of the goods 
tendered for shipment and that if the true value is not stated 
the shipper is liable to criminal prosecution under Section 10 
of the Act to regulate commerce. The committee does not 
agree with the Commission in the interpretation so placed upon 
the proviso, but there is no way in which to remedy the mat- 
ter except to make the intent of Congress so clear that it is 
impossible to misunderstand it. Further, the Commission has 
held that baggage carried on passenger trains upon the ticket 
of a passenger is within the terms of the law. Whether this 
construction is correct or incorrect, it is palpable that baggage 
so transported on a passenger fare ought not to be subject to 
the rule which controls ordinary freight, and in the bill now 
reported it is excepted in express terms. 

The bill herewith reported has nothing whatever to do with 
rates on transportation; that is to say, it does not prescribe 
the compensation which carriers may charge for service. It 
re-enacts the Cummins amendment with the modifications 
above suggested. Its purpose is to restore the law of full lia- 
bility as it existed prior to the Carmack amendment of 1906. 
so that when property is lost or damaged in the course of 
transportation under such circumstances as to make the car- 
rier liable recovery is had for full value or on the basis of 
full value. From this general rule there is excepted first, bag- 
gage carried on passenger trains. This is done for obvious 
reasons. Second, other property except ordinary live- stock, 
with respect to which the Interstate Commerce Commission 
has fixed or authorized affirmatively a rate dependent upon 
value, either an agreed or a released value. When the Com- 
mission has fixed or authorized such a rate the value agreed 
upon or released and necessarilv stated by the shipper is not 
to be held as a representation of value under Section 10 of the 
interstate commerce act. With respect to ordinary live stock 
as defined in the bill there can be no rate dependent either 
upon agreed or released value, and in the event of loss or 
damage the carrier must respond for the actual value of the 
property. The carrier will be permitted to make such a rate 
on ordinarv tive stock as will compensate for the service, in- 
cluding liability, but the rate cannot vary according to the 
value of each animal that may be loaded into a car. There 
will remain the right on the part of the carrier to classify 
different kinds of animals within the definition of ordinary live 
stock. but when so classified there can be no lawful variance 
in rates hecause one ecarload of such animals may be more 
valuable than another. 

The committee thinks it proper to say that in the prepara- 
tion of the amendment to S. 3069.it has had the benefit of the 
advice of a member of the Interstate Commerce Commission 
= — the recommendation of the Commission has been 
adopted, w H 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the West- 
ern Classification Committee on Applica- 
tions for Changes in Rating, Rules, 
Etc., in Classification No. 53 





The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 58. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transportation 
j;uilding, Chicago, unless another locality is stated. 


TUESDAY, MAY 23. 


Docket No. 744—9:30 A. M. Submitted by Shippers. 

ottles, Milk, fiberboard, paper, pulpboard or strawboard: 

Ss. U., not nested, in barrels, boxes or crates, L. C. L., first 
class; K. D. flat, in barrels, boxes or crates, L. C. L., first 
class; S. U. or K. D. flat, in packages named, C. L., mini- 
mum weight 10,000 pounds (subject to Rule 6B), second 
class, 

(To cancel Item 15, Page 265.) 

eae No. 745—9:45 A. M. Submitted by Shippers. 

Bottles: 

Glass, insulated and jacketed, in boxes, first class. 

(To cancel Item 6, Page.125.) 
Docket No. 746—9:55 A. M. Submitted by Shippers. 
Olives, in metal cans in boxes, L. C. L., fourth class. 

(To amend Item 12, Page 134.) 

Docket No. 747—10:15 A. M. Submitted by Carrier. 

Zine Salts: Chloride of Zinc: 

Dry: In glass or earthenware, packed in barrels or boxes, 
first class; in metal cans in barrels or boxes, second class; 
in bulk in barrels, L. C. L., third class; in bulk in barrels, 
Cc. L., minimum weight 36,000 pounds, fifth class. 

Liquid: In carboys, class D1; in glass or earthenware, packed 
in barrels or boxes, first class; in bulk in barrels, L. C. L., 
third class; in bulk in barrels, C. L., minimum weight 30,000 
pounds, fifth class; in tank cars, C. L., actual weight (sub- 
ject to Rule 32), fifth class. 

(To cancel Items 14, 15 and 16, Page 339.) 

Soldering Flux (Liquid Soldering Salts), not otherwise indexed 
by name: In carboys, class D1; in glass or earthenware, 
packed in barrels or boxes, first class; in metal cans, in 
crates, second class; in metal cans in boxes, second class; 
in bulk in barrels, third class, 

Soldering Salts, other than Liquid, not otherwise indexed by 
name: In glass or earthenware, packed in barrels or boxes, 
first class; in fiber or metal cans or cartons, in barrels or 
boxes, second class; in bulk in barrels or boxes, third class. 

(To cancel Items 17 and 18, Page 301.) 
Docket No. 748—10:30 A. M. Submitted by Shippers. 
Soil Inoculating Bacteria, in boxes, first class. 
_ (To cancel Item 14, Page 301.) 

Docket No. 749—10:40 A. M. Submitted by Shippers. 

Bone Meal, Raw, Steamed: 

In bags, L. C. L., fourth class; in bags or in bulk, C. L., 
minimum weight 30,000 pounds, class BH, 

Docket No, 750—10:50 A. M. Submitted by Shippers. 

Machinery and Machines: 

—we Machines: S. U., in boxes or crates, second 
class. 

(To amend Item 5, Page 228.) 

Docket No. 751—11:00 A. M. Submitted by Shippers. 

Shoe Machinery: 

To amend Items 18, 21, 22, 23, 24, Page 238, and Item 2, Page 
239, Classification No. 53, to provide that heads may be 
boxed or crated. 

Docket No. 752—11:15 A. M. 

Grain Spouts, telescoping: 

— or in bundles, second class; in boxes or crates, third 
class, a 


Docket No. 753—11:25 A, 
2Ine: 

Dust: In wooden barrels or boxes only, L. C. L., third class; 
in packages named, C. L., minimum weight 36,000 pounds, 
fifth class. 

(Cancels Item 1, Page 339; Item 656, Page 67, Sup. 8.) 
Docket No. 754—11:35 A. M. Submitted by Shippers. 
To permit shipments of Canned Goods in boxes with lids loose, 

or in bundles, in carloads, minimum weight 36,000 pounds, 
fifth class. 
Docket No. 755—11:45 A. M. Submitted by Shippers. 
Wire Rope, flat, in coils or on reels, fourth class. 
Docket No. 756—2:00 P. M. Submitted by Shippers. 
School Desks or Seats (Pupils’), iron or steel and wood com- 
bined, and Theatre Chairs or Seats, in mixed C. L., mini- 
mum weight 24,000 pounds (subject to Rule 6B), third class. 
(New Entry.) 
Docket No. 757—2:20 P. M. Submitted by Shippers. 
Guards, Incandescent Lamp, Wire, not nested, in barrels, boxes 
or crates, first class. 
(To amend Item 485, Page 30, Sup. 8.) 
Docket No. 758—2:40 P. M. Submitted by Shippers. 
Anchors: Pole, in barrels, boxes, bundles or crates, L. C. L., 
fourth class, 
(To amend Item 4, Page 108.) 
Docket No. 759—3:00 P. M. Submitted by Shippers. 
Door Hangers, Hanger Rails, Rail Brackets or Holders, 


Submitted by Shippers. 


Chew Item.) 
. Submitted by Carriers. 
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Sheaves, Strike Plates, Stops or Tracks, other than for 

Barn, Car or Warehouse Doors: 

Iron Steel: In barrels, boxes or crates, L. C. L., third class; 
in packages named, straight or mixed C. L., minimum 
weight 36,000 pounds, fifth class. 

(To cancel Item 4, Page 161.) 
Roamet No. 760—3:15 P. M. Submitted by Shippers. 
oxes: 

Flower: Metal, nested, in boxes or crates, third class, 

(To amend Item 332, Page 18, Sup. 8.) 
ee No. 761—3:30 P. M. Submitted by Shippers. 
oil: 

Aluminum, in boxes, first class. 

Lead or Tin or Lead and Tin combined, with or without paper 
back: Colored, corrugated, embossed or printed, in boxes, 
first class. 

Lead or Tin or Lead and Tin combined, with or without paper 
back: Plain, in boxes, L. C. L., second class; in boxes, 
straight or mixed C. L., minimum weight 36,000 pounds, 
fourth class. 

Lead or Tin or Lead and Tin combined, with or without paper 
back: .Scrap, in barrels or boxes, third class. 

(Cancels Item 29, Page 216; Items 14 and 15, Page 315, and 
Item 676, Page 16, Sup. 16.) 
Docket No. 762—3:45 P. M. Submitted by Shippers. 
Barrel Carts, K. D., L. C. L., third class. 
(To amend Item 19, Page 95.) 
Docket No. 763—4:00 P. M. Submitted by Shippers. 
Agricultural Implement Parts, other than hand: 

Lugs, iron or steel, for Tractors: In bags, barrels or boxes, 
L. C. L., fourth class; in packages named, C, L., minimum 
weight 24,000 pounds, class A. 

(New Item. 
WEDNESDAY, MAY 24. 
Docket No. 764—10:00 A, M. Submitted by Shippers. 
Feed, Animal or Poultry: 

Feed, Cereal, not otherwise indexed’ by name: In bags, L. C. 
L., fourth class; in paper bags, L. C. L.,. fourth class; in 
packages named or in bulk, C. L., minimum weight 30,000 
pounds, class B. 

Feed, Clover Meal or Ground Alfalfa: In bags, L. C. L., fourth 
Class; in paper bags, L. C. L., fourth class; in packages 
pong or in bulk, C. L., minimum weight 30,000 pounds, 
class B&B. tz 

(Cancels Items 10 and 20, Page 142.) 
Docket No. 765—10:20 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Hair 

Cattle, Goat, Horse or Hog, including Crude Hog Bristles, 
not curled, not otherwise indexed by name: 

Washed: In paper bags, L. C.’ L., one and one-half times 
first class; in cloth bags, L. C. L., first class; in barrels 
or boxes, L. C. L., first class; in bales not machine 
pressed, L. C. L., first class; in machine pressed bales, 
L. C. L., second class, 

Not washed: In paper bags, L. C. L., one and one-half 
times first class; in cloth bags, L. C. L., first class; in 
barrels or boxes, L. C. L., first class; in bales, not 
machine pressed, L. C. L., second class; in machine 
pressed bales, L. C. L., third class. 

Washed or not washed, in packages named, straight or 
mixed C. L., minimum weight 24,000 pounds (subject to 
Rule 6B), fifth class. 

Horse Mane or Tail, not curled: In bags, L. C. L., class D1; 
in barrels or boxes, L. C. L., one and one-half times first 
class; in bales not machine pressed, L. C. L., class D1; 
in machine pressed bales, L. C. L., first class; in packages 
named, C. L., minimum weight 20,000 pounds (subject to 
Rule 6B), third class. 

(Cancels Items 4 and 9, Page 199; Item 242, Page 30, Sup. 8.) 

Docket No. 766—10:40 A. M. Submitted by Carriers. 
Elimination of Item 1, Page 99. Covered by Item 3, Page 283. 


Docket No. 767—11:00 A. M. 
Descriptions by Uniform and Ratings 

by Western Committee. 
Boiler Parts, Iron or Steel: 

Domes or Drums: Loose or in packages, L. C. L., first class; 
loose or in packages, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), class A. 

(Cancels Drums from Item 6, Page 227.) 
Docket No. 768—11:15 A. M. : 
Descriptions by Uniform and Ratings 
by Western Committee. 
Machinery and Machines: 

Dust Collectors, not otherwise indexed by name: S. U., Loose 
or on skids, L. C, L., three times first class; in boxes or 
crates, L. C. L., class Dl. K. D., in boxes or crates, L. C. 
crates, L. C. L., first class; in packages, loose or on skids, 
Cc. L., minimum weight 12,000 pounds (subject to Rule 6B), 
third class. 

(Cancels Items 11, 12 and 13, Page 230.) 
Docket No. 769—11:20 A. M. 
Descriptions by Uniform and Ratings 
by Western Committee. 
Machinery and Machines: y 
Machinery and Machines: Cereal Milling: 
Bran Dusters: Horizontal: Loose or on skids, L. C. L., class 
D1; in boxes or crates, L. C. L., class D-. 
Upright: Loose or on skids, L. C. L.,,class D1; in boxes 
or crates, L. C. L., class D1. 

Corn Degerminators: Loose or on skids, L. C. L., first class; 
in boxes or crates, L. C. L., first class. 

Corn Shellers and Cleaners Combined (Corn Shellers and Sep- 
arators combined): Loose or on skids, I. C. L., first class; 
in boxes or crates, L. C. L., first class. 

Feed Break Governors, in boxes or crates, L. C. L., first class, 

Elour Aging or Bleaching Machine Agitators, in boxes or 
crates, L. C. L., first class. 
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Flour, Feed or Meal Feeders or Feeders and Mixers combined, 
in boxes or crates, L. C. L., first class. 

Flour or Meal Bolting or Scalping Machines, not otherwise 
indexed by name: Reel: Loose or on skids, L. C. L., one 
and one-half times first class; in boxes or crates, L. C. L., 
one and one-half times first class. Sieve: S. U., loose or on 
skids, L. C. L., first class; in boxes or crates, L. C. L., first 
=— K. D., in boxes, bundles or crates, L. C. L., second 
class. 

Flour or Meal Packers, in boxes or crates, L. C. L., first class. 

Germ Separators: Loose or-on skids, L. C. L., first class; in 
boxes or crates, L. C. L., first class. 

Grain Heaters, Steamers or Temperers, in boxes or crates, L. 
C. L., first class. 

Meal Coolers: Loose or on skids, L. C. L., first class; in 
boxes or crates, L. C. L., first class. 

Meal Driers: Loose or on skids, L. C. L., first class; in boxes 
or crates, L. C. L., first class. 

Oat or Rice Clippers: Loose or on skids, L. C. L., first class; 
in boxes or crates, L. C, L., first class. 

Bran Dusters; Corn Degerminators; Corn Shellers and Clean- 
ers combined (Corn Shellers and Separators combined); 
Feed Break Governors; Flour Aging or Bieaching Machine 
Agitators; Flour, F'eed or Meal Feeders or Feeders and Mix- 
ers combined; Flour or Meal Bolting or Scalping Machines, 
not otherwise indexed by name; Flour or Meal Packers; 
Germ Separators; Grain Heaters, Steamers or Temerers; 
Meal Coolers; Meal Driers or Oat or Rice Clippers, in pack- 
ages, loose or on skids as specified for L. C. L. shipments, 
straight or mixed carloads or in mixed carloads with Dust 
Collector Machines, not otherwise indexed by name, or one 
or more kinds of Power Grain or Seed Cleaning, Grading 
or Separating Machines as specified under Machinery and 
Machines, Grain or Seed Cleaning, Grading or Separating, 
in packages, loose or on skids, minimum weight 12,000 
pounds (subject to Rule 6B), third class. 

Corn Shellers, Mill or Warehouse, power: Loose or on skids, 
L. C. L., first class; in boxes or crates, L. C. L., first class; 
in packages, loose or on skids, C. L., minimum weight 24,000 
pounds (subject to Rule 6B), class A. 

Mills, Crushing or Grinding: Loose or on skids, L. C. L., first 
class; in boxes or crates, L. C. L., first class; in packages, 
loose or on skids, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), class A. 

Rice Hullers or Rice Hullers and Polishers combined: In 
packages, loose or on skids, L. C. L., first class; in pack- 
ages, loose or on skids, straight or mixed C. L., minimum 
weight 24,000 pounds (subject to Rule 6B), class A. 

Rice Polishers (Rice Drums or Trumbols): S. U., loose or on 
skids, L. C. L., first class: K. D., in boxes, bundles or 
crates, L. C. L., second class; in packages, loose or on 
skids, C. L., minimum weight 24,000 pounds (subject to 
Rule 6B), class A. 

Mixed carloads of Crushing or Grinding Mills, in packages, 
loose or on skids and one or more other Cereal Milling 
Machines as specified under Machinery and Machines, Cer- 
eal Milling; Dust Collector Machines, not otherwise indexed 
by name; Elevator Boots, Heads or Legs; or one or more 
kinds of Power Grain or Seeds Cleaning, Grading or Sep- 
arating Machines as specified under Machinery and Ma- 
chines, Grain or Seed Cleaning, Grading or Separating, sep- 
arate or combined, in packages, loose or on skids, as pro- 
vided for straight carload shipments, minimum weight 24,000 
pounds (subject to Rule 6B and Note 3), class A. 

(Cancels Items 10 to 18, Page 231; cancels Oat Clippers and 
combined Corn Shellers and Cleaners and Separators from 
Item 14, Page 232; cancels Item 6, Page 234, everything ex- 
cept Paint Grinding Mills; cancels Item 9; page 237.) 

Docket No. 770—2:00 P. M. Submitted by Shippers. 

Leather: Scrap (see Note): 

Actual value not exceeding 6% cents per pound: In bags, 
bales, barrels or boxes, L. C. L., fourth class; in packages 
named, C. L., minimum weight 24,000 pounds (subject to 
Rule 6B), class C. 

Actual value exceeding 6% cents per pounds: In bags, bales, 
barrels or boxes, L. C. L., third class; in packages named, 
Cc. L., minimum weight 24,000 pounds (subject to Rule 6B), 
fifth class. ‘ 

Note: Ratings on Scrap Leather apply only on refuse 
from the manufacturers of Leather Goods and do not apply 
on bellies, heads or shanks, nor on Leather cut or stamped 
into forms, shapes or strips. 

Docket No. 771—2:30 P. M. 

Descriptions by Uniform and Ratings 
--by Western Committee. 

Ores: Ores not otherwise indexed by name (see Note): 

Actual value not exceeding 5 cents per pound: In bags, bar- 
rels or boxes, L. C. L., third class; in packages or in bulk, 
Cc. L., minimum weight 50,000 pounds, class D. 

Actual value exceeding 5 cents per pound but not exceeding 
40 cents per pound: In bags, barrels or boxes, L. C. L., sec- 
ond class; in packages or in bulk, C. L., minimum weight 
50,000 pounds, class A. 

Actual value exceeding 40 cents per pound, but not exceeding 
$1.00 per pound: In bags, barrels or boxes, L. C. L., first 
class; in packages or in bulk, C. L., minimum weight 50,000 
pounds, fourth class. 

Actual value exceeding $1.00 per pounds: In bags, barrels or 
boxes, L. C. L., class Dl; in packages or in bulk, C. L., 
minimum weight 50,000 pounds, third class. 

Value not stated: Not taken. 

Note: The smelter returns to the mine or owner before 
deducing freight charges shall be the basis to be used in 
determining freight charges under the provisions of these 
ratings. 

(Cancels Item 376, Page 46, Sup. 8.) 

Docket No. 772—2:45 P. M. i Submitted by Shippers. 

Agricultural Implements, other than hand: 

Harvester Threshers: K. D., in boxes, bundles or crates,. L. 

Cc. L., third class; S. U., minimum weight 5,000 pounds, first 
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class; K..D., loose or in packages, C. L., minimum weight 
20,000 pounds, class A. 
(New Item.) 
Docket ‘No. 773—3:CO P. M. Submitted by Shippers. 
Ink Stands or Ink Wells: Earthenware, in barrels or boxes, 
second class. 

(New Item.) 
Docket No. 774—3:15 P. M 
Asbestos: 

Scrap (see Note): In bags, bales, barrels or boxes, L. C. L., 
fourth class; in packages or loose, C. L., minimum weight 
30,000 pounds, fifth class. 

Note: Ratings apply only on asbestos scrap from the 
manufacture of asbestos articles or on articles made of 
asbestos which have been scrapped. 

(To cancel Item 6, Page 110.) 
Docket No. 775—3:30 P. M. Submitted by Shippers. 
Tare 4 sheets, in barrels, boxes, crates or burlapped bales, 
rst class. 


Submitted by Shippers. 


(To cancel Item 31, Page 291.) 

Docket No. 776—3:45 P. M. Submitted by Shippers. 
Electric Water Heaters, in boxes or crates, L. C. L., third class. 
(To amend Item 26, Page 306.) 

Docket No. 777—4:00 P. M. Submitted by Shippers. 

Tea, in double bags, first class. 
(To amend Hem 16, Page 312.) 


THURSDAY, MAY 25. 
Docket No. 778—10:00 A. M. 
Descriptions by Uniform and Ratings 


by Western Committee. 
Building Sheet Metal Work: 
Copper, brass or bronze, or metal or wood covered with cop- 
per, brass or bronze: 

Casings or Frames, Door or Window: S. U., in boxes or 
crates, L. C. L., one and one-half times first class; S. U., 
loose or in packages, C. L., minimum weight 18,000 pounds 
(subject to Rule 6B), second class; K. D., in boxes or 
crates, L. C. L., first class; K. D., in packages named, 
Cc. L., minimum weight 30.000 pounds, fourth class. 

(Cancels Item 4, Page 154; Item 6, Page 154 in part, and 
Item 11, Page 209, in part.) 

Doors: In boxes or crates, L. C. L., first class; in pack- 
_— named, C. L., minimum weight 30,000 pounds, fourth 
class. 

(Cancels Item 23, Page 128.) 

Jambs: In bundles, L. C. L., one and one-half times first 
first class; in boxes or crates, L. - ce, first class; in 
packages named, C. L., minimum weight 30,000 pounds, 
fourth class. 

Mouldings: In boxes or crates, L. C. L., first class; in 
packages named, C. L., minimum weight 30,000 pounds, 
fourth class. 

Partitions: In boxes or crates, L. C. L., first class; in pack- 
— named, C. L., minimum weight 30,000 pounds, fourth 
class. 

Sash: In boxes or crates, L. C. L., class Dl; in packages 
named, C. L., minimum weight 18,000 pounds (subject to 
Rule 6B), second class. 

(Cancels Item 5, Page 154, Item 6, Page 154 in part, and 
Item 3, Page 211.) 

Building Sheet Metal Work, copper, brass or bronze, or 
metal or wood covered with copper, brass or bronze, not 
otherwise indexed by name: In boxes or crates, L. C. L., 
first class; in packages named, C. L., minimum weight 
30,000 pounds, fourth class. 

Casings or Frames, Door or Window, S. U., and Sash, cop- 
per, brass or bronze, or metal or wood covered with cop- 
per, brass or bronze, loose or in packages as provided for 
straight C. L. shipments, mixed C. L., minimum weight 
18,000 pounds (subject to Rule 6B), second class. 

Casings or Frames, Door or Window, K. D.; Doors, Jambs;: 
Moldings; Partitions or Building Sheet Metal Work, not 
otherwise indexed by name, copper, brass or bronze, or 
metal or wood covered with copper, brass or bronze, in 
packages provided for straight C. Ll. shipments, mixed 
c. L., or in mixed C. L. with Casings or Frames, Door 
or Window, S. U., or Sash, copper, brass or bronze, or 
metal or wood covered with copper, brass or bronze, loose 
or in packages as provided for straight C. L. shipments, 
minimum weight 30,000 pounds, fourth class. 

Iron or steel, or wood covered with iron or steel: 

Casings or Frames, Door or Window: S. U., in boxes or 
crates, L. C. L., first class; S. U., loose or in packages, 
Cc. L., minimum weight 18,000 pounds (subject to Rule 6B), 
third class: K. D., in boxes or crates, L. C. L., third class: 
K. D., loose or in packages, C. L., minimum weight 30,000 
pounds, fourth class. 

a 11, Page 209 in part and Item 22, Page 228 in 
part. 

Doors: Rolling: In boxes, bundles or crates, L. C. L., third 
class; in packages named, C. L., minimum weight 30,000 
pounds, fourth class. 

(Cancels Item 2, Page 207.) 

Doors: Other than Rolling: Bronzed, coppered, enameled 
or painted: In boxes or crates, L. C. I, second class; in 
packages named, C. L., minimum weight 30,000 pounds, 
fourth class. 

(Cancels Item 19, Page 210.) 

Doors: Galvanized, plain or primed: Loose or in packages. 
L. Cc. L., third class; loose or in packages, C. L., minimum 
weight 36,000 pounds, fifth class. 

(Cancels Item 2, Page 224.) 

Frames, Window and Sash combined: In boxes or crates, 
L. C. L., first class; in packages named, C. L., minimum 
weight 18,000 pounds (subject to Rule 6B), third class. 

(Cancels Item 11, Page 209 in part.) 

Jambs: In bundles, L. C. L., third class; in boxes or crates, 
L. C. L., third class; in packages named, C. L., minimum 
weight 30,000 pounds, fourth class, 

Moldings, not otherwise indexed by name: Bronzed, cop 
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pered, enameled or painted: In boxes or crates, L. C. L., 
second class; in packages named,-C. L., minimum weight 
30,000 pounds, fourth class. : 

Moldings, not otherwise indexed by name: Galvanized, plain 
or primed: In boxes, bundles or crates, L. C. L., third 
class; loose or in packages, C. L., minimum weight 36,000 
pounds, fifth class. 

Partitions: Rolling: In boxes, bundles or crates, L. C. L., 
third class; loose or in packages, C. L., minimum weight 
30,000 pounds, fourth class. 

Partitions: Other than Rolling: In boxes, bundles or crates, 
L. C. L., third class; loose or in packages, C. L., minimum 
weight 30,000 pounds, fourth class. 

Sash: Not glazed: In boxes, bundles or crates, L. C. L., 
first class; in packages named, C. L., minimum weight 
18,000 pounds (subject to Rule 6B), third class. 

(Cancels Item 22, Page 223, in part; Item 4, Page 211; Item 
695, Page 27, Sup. 17; and Item 1, Page 211.) 

Glazed: With bent, leaded or plate glass, in boxes or 
crates, L. C. L., class D1; with other than bent, leaded or 
plate glass, in boxes or crates, L. C. L., first class; in 
packages named, C. L., minimum weight 30,000 pounds, 
fourth class. 

(Cancels Item 11, Page 209 in part.) 

Shutters: Rolling: In boxes, bundles or crates, L. C. L., 
third class; loose or in packages, C. L., minimum weight 
30,000 pounds, fourth class. 

(Cancels Item 2, Page 207 in part; Item 12, Page 211; and 
Item 24, Page 335.) 

Shutters: Other than Rolling: Loose or in packages, L. C. 
L., third class; loose or in packages, C. L., minimum 
weight 36,000 pounds, fifth class. 

(Cancels Item 2, Page 207 in part.) 

Building Sheet Metal Work, iron or steel, or wood covered 
with iron or steel, not otherwise indexed by name: 
Bronzed, coppered, enameled or painted: In boxes or 
crates, L. C. L., second class; in packages named, C. L., 
minimum weight 30,000 pounds, fourth class. 

Building Sheet Metal Work, iron or steel, or wood. covered 
with iron or steel, not otherwise indexed by name: 
Galvanized, plain or primed: In boxes, bundles or crates, 
L. C. L., third class; loose or in packages, C. L., mini- 
mum weight 36,000 pounds, fifth class. 


Casings or Frames, Door or Window, S. U., Frames, Win- 
dow and Cash combined, or Sash, not glazed, iron or steel, 
or wood covered with iron or steel, loose or in packages 
as provided for straight C. L. shipments, mixed C. L., 
oe weight 18,000 pounds (subject to Rule 6B), third 
class. 

Casings or Frames, Door or Window, K. D.: Doors; Jambs; 
Moldings, not otherwise indexed by name; Partitions; 
Sash, glazed; Shutters or Building Sheet Metal Work, iron 
or steel, or wood covered with iron or steel, not otherwise 
indexed by name, loose or in packages as provided for 
straight C. L. shipments, mixed C. L., or in mixed C. L. 
with Casings or Frames, Door or Window, S. U., Frames, 
Window and Sash combined, or Sash, not glazed, iron or 
steel, or wood covered with iron or steel, loose or in pack- 
ages as provided for straight C. L. shipments, minimum 
weight 30,000 pounds, fourth class. 

(Cancels Item 24, Page 207 in part, and Item 25, Page 207.) 
Building Sheet Metal Work as specified under Building 

Sheet Metal Work, copper, brass or bronze, or metal or 
wood covered with copper, brass or bronze and iron or 
steel, or wood covered with iron or steel, loose or in pack- 
ages as provided for straight C. L. shipments, mixed 
Cc. L., minimum weight 30,000 pounds, fourth class. 

(Cancels Item 34, Page 292, Zine Sash, Glazed, account no 
movement.) . 

Docket No. 779—11:00 A. M. Submitted by Shippers. 
Building Woodwork (Case work): Book Cases, Cupboards, 
China Cabinets, Kitchen Cabinets or Medicine Cases, not 
further finished than primed, without hardware, native 
wood, Canadian wood, or Mexican pine, S. U. or K. D., in 
sections, third class. 
Docket ‘No. 780—2:00 P. M. 
Descriptions by Uniform and Ratings by 
; Western Committee. 
Soap: 

Liquid: In glass or earthenware, packed in barrels or boxes, 
first class; in metal cans, completely jacketed, L. C. L, sec- 
ond class; in metal cans in barrels or boxes, L. C. L., third 
class; in bulk in barrels, L. C. L., fourth class; in metal 
cans, completely jacketed, in metal cans in barrels or boxes 
or in bulk in barrels, C. L., minimum weight 30,000 pounds, 
fifth class. 

Soap, not otherwise indexed by name: In glass or earthen- 
ware, packed in barrels or boxes, first class. In inner con- 
tainers other than glass or earthenware, in wrappers or in 
bulk, in barrels or boxes, L. C. L., fourth class. In inner 
containers other than glass or earthenware, in wrappers or 
in bulk, in barrels or boxes, C. L., minimum weight 36,000 
pounds, fifth class. 

Soap, not otherwise indexed by name, Liquid Soap or Soap 
Powders, in packages provided for straight C. L. shipments, 
mixed C. L. or in mixed C. L. with Scouring or Washing 
Compounds and Preparations, not otherwise indexed by 
name, in packages provided for straight carload shipments, 
will be taken at the highest rating provided for carload 
quantities of any article in the shipment. The minimum 
weight shall be the highest carload minimum weight pro- 
vided for any article in the shipment. 

Soap Powders: In barrels or boxes, L. C. L., fourth class: in 
— named, C. L., minimum weight 36,000 pounds, fifth 
class. 

(Cancels Items 6, 7, 9, 10, 11 and 12, Page 299.) 
Docket No. 781—2:30 P. M. Submitted by Shippers. 
Cases: Eye Glass or Spectacle, in boxes, first class. 
(To cancel Item 7, Page 140.) 
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Docket No. 782—2:45 P. M. Submitted by Shippers. 
Boxes: Jewelry, in boxes, first class. 

(To amend Item 12, Page 126.) 
Docket No. 783—3:00 P. M. Submitted by Carriers. 
Machinery and Machines: 

Wood Sawing Machines (engine and saw combined), Portable, 
Saw Blades detached and crated inside machine or com- 
pletely protected by boxing or crating: Loose or in pack- 
ages, L. C. L., first class; loose or in packages, C. L., mini- 
mum weight 24,000 pounds (Subject to Rule 6B), Class A. 

(New item.) 
Docket No. 784—3:15 P. M. 
Descriptions by Uniform and Ratings of 
Western Classification Committee. 
Boots and Shoes: 

Rubber and canvas, felt or wool combined: In boxes, L. C. 
L., first class; in boxes, L., minimum weight 24,000 
pounds (Subject to Rule 6B), second class. 

Docket No. 785—3:30 P. M. Submitted by Carriers. 
Animai and Poultry Foods and Medicines: 

Food: Pigeon or Poultry (not medicated or condimental), 
consisting of a mixture of Grain (whole or cracked), Grain 
Screenings or -Seeds with and without Charcoal, Ground 
Shells or Grit: In bags, barrels or boxes, L. C. L., fourth 
class; in packages named, C. L., minimum weight 30,000 
pounds, class B. 

(To cancel Item 18, Page 108.) 
FRIDAY, MAY 26. 

Docket No. 786—10:00 A. M. Submitted by Shippers. 
Butter, Butterine, Oleomargarine, Dressed Poultry, Eggs and 

Cheese, in packages named for L. C. L. shipments, straight 

or mixed C. L., minimum weight 20,000 pounds, third class. 

(To cancel Item 15, Page 11, Supplement 17.) 

Docket No. 787—10:30 A. M. Submitted by Shippers. 
Furniture: 

Cabinets, Filing, S. U. or K. D., in boxes or crates, and Let- 
ter, Invoice or Document Files or Boxes, paper, pulpboard 
or strawboard, or paper, pulpboard, or strawboard and 
wood combined, mixed C. L., minimum weight 16,000 pounds 
(Subject to Rule 6B), third class. 

(New item.) 
Docket No. 788—10:45 A. M. 
Descriptions by Uniform and Ratings of 
Western Classification Committee. 


Explosives: 

Caps, Blasting or Electric Blasting: In boxes, class D1. 

Powder: 2 
Black: In boxes or kegs, L. C. L., class D1; in packages 

named, C. L., minimum weight 20,000 pounds, first class. 

Smokeless for Cannon: In boxes or kegs, L. C. L., class 
D1; in packages named, C. L., minimum weight 20,000 
pounds, first class. ‘ 

Smokeless for Small Arms: In boxes or kegs, L. C. L., 
class D1; in packages named, C. L., minimum weight 
20,000 pounds, first class. 

Wet Fulminate of Mercury, in barrels, class D1. 

High Pxplosives, not otherwise indexed by name, subject to 
to tariffs of individual carriers. 

(Cancels Items 19, 20, 21, 22, 23 and 24, Page 169.) 
Somes No. 789—11:00 A. M. Submitted by Shippers. 
yrup: 

Flavoring: In glass or earthenware, packed in barrels or 
boxes, L. C. L., third class; in metal cans in barrels or 
boxes, L. C. L., third class; in bulk in barrels, L. C. L., 
third class; in packages named, C. L., minimum weight 
36,000 pounds, class A. 

(Cancels Item 291, Page 57, Supplement 8.) 
Docket No. 790—2:00 P. M. Submitted by Shippers. 
Lamps: 

Oil Lamps, not otherwise indexed by name, and Glass Lamp 
Chimneys or Shades, not decorated, in mixed C. L., mini- 
mum weight 14,000 pounds (Subject to Rule 6B), third class. 

(New item.) 
Dost No. 791—2:30 P. M. Submitted by Shippers. 
aints: 

Dry, School (not artist’s): In boxes, L. C. L., third class; 
in boxes, C. L., minimum weight 36,000 pounds, fifth class. 

(New item.) 
Docket No. 792—2:45 P. M. Submitted by Shippers. 
Cleaning Compounds, not otherwise indexed by name: 

Dry: In barrels or boxes, second class. 

Other than Dry: In glass or earthenware, packed in barrels 
or boxes, second class; in metal cans completely jacketed, 
first class; in metal cans in barrels or boxes, second class; 
in bulk in barrels, third class. 

(New item.) 
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Digest of New Complaints 
* + 
No. 7217. Lamb-Fish Lumber Co. vs. Yazoo & Mississippi Val- 

ley et al. 


Petition for rehearing by the complainant. 

No. 7727. The McCaull-Dinsmore Co. vs. Great Northern et al. 

Petition by complainant for rehearing. 

No. 8828. C. M. Lewis Co., Jacksonville, Fla., vs. A. C. L. 

Unjust, unreasonable and unjustly discriminatory class and 
commodity rates from Folkestone, Ga., to Jacksonville, in 
favor of Brunswick, Ga. Asks for reasonable rates. 

No. 8829. Baltimore Chamber of Commerce vs. Baltimore & 
Ohio et al. 

Unjust and unreasonable charges on grain. by reason of the 
establishment of the so-called storage charges. Asks for a 
ay and desist order and other relief that may be reason- 
able. 

No. 8830. C. F. Ewing & Co., Ltd., Sand Point, Ida., vs. Spo- 
kane International et al. 

Against a rate of .35 cents on cedar posts from Alpine Spur, 


ee 
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Idaho, to Fayette, Idaho, interstate, as unjust and unjustly 
discriminatory in so far as it exceeds a rate of 33 cents in 
effect from Spokane‘and points taking Spokane rates. Ask 
for the Spokane rate and reparation. 

No. 8831. A. Schall Co. and Nebraska Stone Co., Omaha, vs. 
B. & O. 8S. W. etal. . 

Unjust and unreasonable rates on rough stone from Bed- 
ford, Ind., district to Omaha. Ask for just and reasonable 
rates, not exceeding 10 cents and reparation. 

No, 8087. E. C. Bradley Lumber Co. vs. New Orleans Great 
Northern et al. 

Petition by complainant for rehearing. 

No. 8832. Tarkio Molasses Feed Co., Tarkio, Mo., vs. C. B. & 
Q. and Great Northern. 

Against a rate of 23% cents on flaxseed from Minneapolis 
to Tarkio. Asks for the application of a proportional of 
them applicable on grain screenings, and reparation for 

No. 8833. The. Lehigh Coal and Navigation Co., Philadelphia, 
vs. Lehigh & New England et al. 

Unjust and unreasonable rates on prepared sizes of anthra- 
cite coal, briquettes and boulets of $1.60 per ton and on pea 
of $1.45 from the Lehigh district of Pennsylvania to tide- 
water at Undercliff, N. J. Asks for rates not exceeding $1.45 
= prepared and $1.35 on pea and smaller sizes, and repara- 

on. 

No. 8834. The Kettle River Co., Minneapolis, vs. Mo. Pac. et al. 

Unjust and unreasonable rates on ties from southern points 
to Madison, Ill. Asks for just and reasonable rates for the 
portion of the haul between St. Louis and Madison. 


No. 8835. Booth Fisheries Co., Chicago and Buffalo, vs. Ameri- 
can Express Co. et al. 
Against a rate of $3.50 per 100 pounds on fresh fish, L. C. 
L., from Selkirk, Manitoba, to Buffalo, as unjust and un- 
reasonable. Asks for a rate of $2.60 and reparation. 


No. 8841. American Cyanamid Co., Niagara Falls, Canada, vs. 
Mich. Cent. R. R. Co. et al. 

Against a rate of $6.65 per ton on cyanamid from Niagara 
Falls, Canada, to Shreveport, La.,.via New Orleans, as unjust 
and unreasonable as to that part of the rate from New Or- 
leans to Shreveport, namely $2 per ton, which they ask to 
ee reduced to $1.50 per ton, and ask for reparation on that 
yasis. 





SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


April 27, in I. and S. No. 834, the Commission suspended from 
May 1 until August 29, items in Sup. No. 15 to Chesapeake & 
Ohio I. C. C. No. 6220. The suspended items cancel joint rates on 
coal from Chesapeake & Ohio mines to stations on the Toledo 
& Western. The proposed combination rates are from 5 to 10 
cents per ton in excess of the present joint rates. 

April 28, in I. and S. No. 833, the Commission suspended 
from May 1 and later dates until August 29, items in the 
following: B. & O. Sup. No. 5 to I. C. C. No. 13379; Boston & 
Albany I. C. C. No. 7403; Boston & Maine F. F. D.-I. C. C. No. 
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440; C. & O. I. C. C. No. 6537; D. L. & W. Sup. No. 8 to I. C. C. 
No. 13050; Erie (Lines east of Buffalo) Sup. No. 7 to E. R. R. 
I. C. C. No. 13127, Sup. No. 8 to E. R. ‘R. I. C. C. No. 13127; 
Lehigh Valley Sup. No. 13 to I. C. C. No. C3744; N. Y. C. 
(lines east of Buffalo) Sup. No. 6 to I. C. C. No. 4352; N. Y. O. 
& W. Sup. No. 1 to I. C. C. No. 6778; Pennsylvania R. R. Sup. 
11 to G. O.-I. C. C. No. 6244, Sup. No. 10 to G. O.-I. C. C. No. 
6900, G. O.-I. C. C. No. 7287; P. & R. Ry. I. C. C. No. J5800; 
Western Maryland I. C. C, No. 5586; West Shore R. R. Sup. No. 
5 to I. C. C. W. S. No. 1529; Stuart A. Allen, agent, Sup. No. 50 
to I. C. C. No. A2; Carl Howe, agent, Sixth Rev. Page “70 of 
I. C. C. No. 2. The suspended items increase storage charges 
on export grain held in elevators at New York, Philadelphia and 
other eastern seaboard points. The present tariff of the Balti- 
more & Ohio provides for a storage charge of % cent per 
bushel for the first twenty days and % cent per bushel for 
each succeeding period of 5 days or fraction thereof. The 
proposed charge is % cent per bushel for the first twenty days, 
1% cent per bushel for the next eight periods of five days each, 
y% cent per bushel for the next succeeding twelve periods of five 
days each and % cent per bushel for each succeeding five-day 
period or fraction thereof. Tariffs of the other lines make like 
increases. 

April 28, in I. and S. No. 835, the Commission suspended 
from May 1 and 2 until August 29, schedules in the following 
tarifs: William J. Jackson, receiver, C. & E. I. R. R. Sup 38 
to I. C. CG No. 2465, Sup..3 to LC. C;.2885; C.. Cc. C. @& St. L. 
Ry. Co. I. C. C. 6704: E. B. Boyd, agent, Supplement 65 to 
I. C. C. A422, Supplement 66 to I. C. C. A422. The suspended 
schedules cancel commodity rates on drain tile from Wood- 
land, St. Anne, Kankakee and other points in Illinois to desti- 
nations in Wisconsin and Minnesota. The proposed class rates 
are from 1 to 5 cents per 100 pounds higher than the present 
commodity rates. In its decision in I. and S. 601, 35 I. C. C. 
83, July 3, 1915, the Commission held that the cancellation of 
commodity rates on drain tile from St. Anne, Woodland, Kan- 
kakee and Beaverville, Ill., to stations in Wisconsin and Min- 
nesota had not been justified. 

April 29, in I. and S. 773, the Commission further suspended 
from May 3 until November 3 Item 2890D, Sups. 41 and 42 to 
Leland I. C. C. No. 1035. The suspended item cancels joint 
rates on lumber from points on the Louisiana & Western, the 
Lake Charles & Northern and Morgan’s Louisiana & Texas 
R. R. & S. S. Co. to points on the Santa Fe lines. It was sus- 
pended originally from January 4 until May 3. 

April 29, in I. and S. 786, the Commission further suspended 
from May 25 until November 25, Idaho & Washington Northern 
I. c. Cc. 81. The suspended tariff proposes an increased rate 
on logs from Metaline Falls. Wash., to Spokane, Wash. It was 
suspended originally from January 26 until May 25. 

May 3, in I. and S. No. 837, the Commission suspended until 
September 4, the following: St. Louis Southwestern I. C. C. 
No. 3471, effective May 15; Leland Sup. 55 to I. C. C. No. 1001, 
I. C. C. No. 1131, effective May 7. The suspended tariffs in- 
crease rates on rough and clean rice, rice bran polish and 
hulls and rice straw from points in Arkansas, Louisiana and 
Texas to various interstate destinations. Tariffs naming simi- 
lar increased rates from points in Arkansas, Louisiana and 
Texas are involved in I. and S. Docket No. 769. 

May 3, the carriers having canceled tariffs suspended in I. 
ont S. No. 743, that order of suspension was vacated and set 
aside, 


Docket of the Commission 


Note.—Iitems In the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of The Traffic World. Cancellations and postpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 


May 8—Muskogee, Okla.—Examiner McGehee: 
97—Goodner-Malone Co. et al. vs. M. O. & G. Ry. Co. et al. 
8666—Muskogee Produce Co. et al. vs. Pennsylvania & Atlantic 
R. R. Co. et al. 
6797—Standard Roofing Co. et al. vs. M. K. & T. Ry. Co. et al. 
(Hearing on question of reparation.) 


May 8—Kansas City, Mo.—Examiner Settle: 
8151—Carlisle Commission Co. vs. C. B. & Q. R. R. Co. 
1. & S, 795—Oil barrels to Oklahoma. 

8659—J. J. Stephens vs. St. Louis & San Francisco et al. 


May 8—Washington, D. C.—Examiner Burnside: 
| & S. 490—Lumber transit privileges at Buffalo, N. Y. 
hey ®  acneeal Exchange et al. vs. Alabama Cent. 
y. Co. e 4 


May 8—Washington, D. C.—Examiner Bissell: 
4. & S. 758—Nashville switching. 


May 8—Omaha, Neb.—Examiner Bell: 
|. & S. 806—Switching charges at South Omaha (No, 2). 


May 9—Seattle, Wash.—Examiner La Roe: 
8571—Public Service Commission of Washington vs. A. & V. 
Ry. Co. et al. 
8140—Transportation Bureau of the New Seattle Chamber of 
Commerce vs. Great Northern Ry. Co. et al. 
May 9—Tulsa, Okla.—Examiner McGehee: 
8433—Oklahoma Petroleum and Gasoline Co. vs. C. R. lL. & 
P. Ry. Co. et al. 
8545—Producers’ Supply Co. vs. A. T. & S. F. Ry. Co. et al. 
May 10—Argument at Washington, D. C.: 
\ & S. 758—Nashville switching. . 





May 10—Topeka, Kan.—Examiner Bell: 
1. & S. 792—Rates on cottonseed products from Texas. 


May 11—Argument at Washington, D. C.: 
8406—Jones & Laughlin Steel Co. vs. Pittsburgh & Lake Erie 
R. R. Co. et al. 
8305—Virginia Pine Timber Co. vs. New York, Philadelphia & 
Norfolk R. R. Co. et al. 
8496—Lourie Mfg. Co. vs. Cincinnati Northern R. R. Co. et al. 


May 11—Indianapolis, Ind.—Examiner Settle: 
8381—J. V. Stimson vs. Sou. Ry. Co. et al. 
8429—D. C. and J. V. Stimson vs. L. H. & St. L. Ry. Co. et al 


May 11—Kansas City, Mo.—Examiner Bell: 
— a? and Dairy Shippers’ Traffic Assn, vs. A. T. 
. F. et al. 


May 11—Seattle, Wash.—Examiner La Roe: 
8606—Geo. W. Albin, trustee, vs. C. M. & St. P. Ry. Co. 


“oe 12—Argument at Washington, D. C.: 
8602—Obion Hardware Co. vs. New York Central et al. 
8560—North Carolina Pine Assn. vs. N. & W. et al. 
ae Eee N. Edmond vs. Groton & Stonington Street Ry. 
o. et al. 


|. & S. 252—Kansas City and Memphis rate cancellation. 
ne White Lime Co. vs, St. Louis & San Francisco 
et al, 


May 12—St. Louis, Mo.—Examiner McGehee: 
1. & S. 802—Second-hand beer packages from Arizona. 


May 13—Cleveland, O.—Examiner Settle: 
8408—Monarch Paint Co. vs. C. B. & Q. R. R. Co. et al. 
“ae Bros. Lumber Co. vs. Pere Marquette R. Lt. 
‘o. et al. 


May 15—Argument at Washington, continued: 
6890—Coal Operators’ Traffic Bureau of St. Louis vs, Terminal 
R. R. Assn. of St. Louis et al. 
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Supplemental F. S, 4960—Rates from Ohio River crossings. 
——- F. s. 5322—Export rates from Ohio River cross- 


ings. 
7469—State Cornoration Commission of Virginia vs. C. & O. 
et al. 

May 15—Sacramento, Cal.—Examiner La Roe: 
8457—Thomson-Diggs Co. vs. * T. & S. 4 Ry. Co. et al. 
8471—Thomson-Diggs Co, vs. T. & S. F. Ry. Co. et al. 
8567—W. P. Fuller & Co. vs. x T. & S. F, Ry. Co. et al. 
a Drescher & Co. vs. Central California Traction 

Co. eta 
8695—A. a Vanvoorhees & Co. et al. vs. A. T. & S. F. Ry. 
Co. et al. 

May 15—St. Louis, Mo.—Examiner Bell: 
8688—Pierce Oil Corporation vs. M. K. & T. Ry. “Co. et al. 
May 16—Washington, D. C.: 

* In re Section 10 of the Clayton anti-trust act. 

May 16—Cairo, Ill.—Examiner Bell: 
5608—Weis-Peterson Box Co. vs. M. & O. R. R. Co. et al. 
8656—Thos. McFarland Lumber Co, vs, Butler County R. R. 

Co. et al. 

May 17—Argument at Washington, D. C.: 

8561—D. B. Scully Syrup Co. vs. A. G. S. et al. 
we & Co. vs. Can. Pac. et al. 
. & S. 740—Rates on coal to Missouri stations. 


inal 17—San Francisco, Cal.—Examiner La Roe: 
8088—Albert Steinfeld & Co. vs. Southern Pacific et al. 
8474—Gas and Electric Appliance Co. vs. A. T. & S. F. Ry. 


Co. et al. 
8615—Roth-Blum Packing Co. vs. Southern Pacific et al. 


May 18—San Francisco, Cal.—Examiner La Roe: 
* & S. #02 Rates on lumber to New Mexico points. 
May 18—Argument at Washington, D. C.: 
* 8351—American Beet Sugar Co. et al. vs. Sou. Pac. Co. et al. 


May 18—Henderson, Ky.—Examiner Bell: 
7286—Henderson Commercial Club vs. Ill. Cent. R. R. Co. 
et al. 

May 19—-Louisville, Ky.—Examiner Bell: 

a a ye  mmmarees and Warehouse Co. vs. L. & N. 
R o. et a 

Beet C. Mengel & Bro. Co. vs. L. & N. R. R. Co. 
y 20—Louisville, Ky.—Examiner Bell: 

"3085-—-Tellico Grocery Co. vs. L. & N. R. R. Co. et al. 

8680—Thos. S. Jones & Co. vs. P. C. C. & St. L. Ry. Co. et al. 

May 22—Lexington, Ky.—Examiner Bell: 

sane Bang Commerce vs. Cincinnati, New Orleans & Texas 
Pacific. 

|. & S. 11—In re divisions between the St. Louis & San Fran- 
cisco and the Butler County Railroad. 

May 22—Los Angeles, Cal.—Examiner La Roe 

I. & S. 804—Rates on wool from California aatite. 

May 25—Chicago, Ill.—Commissioner Daniels: 

* 8182 et al.—In the matter of rates on cement between points 
in Western Trunk Line territory and points in Western 
Trunk Line territory and adjacent territories. 

May 26—Nashville, Tenn.—Examiner Bell: 

8672—Traffic Bureau of Nashville vs. L. & N. Ry. Co. 
8644—Acme Mills vs. L. & N. 
May 29—Memphis, Tenn.—Examiner Bell: 
8673—Lamb-Fish Lumber Co. et al. vs. Akron, Canton & 
Youngstown et al. 
May 29—Salt Lake City, Utah—Examiner La Roe: 
8441—Utah-Idaho . Millers’ Grain Dealers’ Assn. vs. Denver & 
Rio Grande R. R. Co. et al. 
June 1—Pueblo, Colo.—Examiner La Roe: 
8548—Colorado Alfalfa Meal and Manufacturing Co. vs. Mo. 
Pac. Ry. Co. et al. 

June 1—New Orleans, La.—Examiner Bell: 

* a> 2” too Wholesale Grocery Co. vs. A. T. & S. F. Ry. Co. 
eta 

* 6969—New Orleans Cotton Exchange vs. L. & N. R. R. Co. 

* 7070—New Orleans Cotton Exchange vs. Sou. Ry. Co. et al. 

* ee Orleans Cotton Exchange vs. Cent. of Ga. Ry. Co. 
eta 

* a cag Orleans Joint Traffic Bureau vs. M. & O. R. R. 


June 3—Colorado Springs, Colo.—Examiner La Roe: 
8470—Seldomridge Grain Co. vs. A. T. & S. F. Ry. Co. et al. 


June 5—Denver, Colo.—Examiner La Roe: 
8424—Hallack & Howard Lumber Co. vs. Denver & Rio Grande 
R. R. Co. et al. 
. & S,. 805—Rates on export grain from Colorado. 


June 12—Washington, D. C.—Examiner Marshall: 
|. & S. 774—Bituminous coal to C. F. A. territory. 


EXPORT RATE EQUALIZATION 

THE TRAFFIC SERVICE NEWS BUREAU. 

Colorado Building, Washington, D. C. 

\pplication has been made by the Southern for Fourth 

Section permission to equalize Norfolk and Charleston on 

export business, class and commodity, on the basis on 

which it now equalizes New York and New Orleans on 

Classes and commodities from Central Freight Association 

territory via Cincinnati, New Albany, Jeffersonville and 
Louisville. 

This move by the Southern is expected to intensify the 
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feeling that has existed now for nearly a year on account 
of the Southern’s first equalization of the ports on busi- 


‘ness going to Central and South America, extended, in 


January, to cover export to Europe and the rest of the 
world, notwithstanding the protest of the Central Freight 
Association lines. The latter find their joint export rates 
from Central Freight Association via Gulf ports shot to 
pieces by the application of proportional rates. They are 
made by deducting the local to the river crossings from 
the local from the river to the port. 

Arguments were to have been made with regard to the 
situation produced by such a scheme of equalizing the 
Atlantic and Gulf ports on May 15. Owing to the illness of 
Mr. Barton, attorney for the Baltimore & Ohio, the chief 
mover in the protest against such an adjustment, they have 
been postponed to a day hereafter to be announced. 


Whether, in view of the fact that the Commission has set 
the existing situation down for argumentative inquiry, so 
to speak, it will allow the Southern to equalize Norfolk and 
Charleston, is not known. There is congestion at New 
York on account of the entente allies doing their business 
chiefly through that port, while “out” and gulf ports are 
comparatively free from blocks. It would help, it is be- 
lieved, if some of the business could be diverted to the 
south Atlantic and Gulf ports. Representatives of New 
Orleans and Galveston, at the congestion conference on 
March 7, suggested that the situation would be greatly 
relieved if the northern and eastern lines were to route 
their freight through some port other than New York. 


The answer to that suggestion, it is believed, would 
be that it would cost too much to route via the south 
Atlantic and Gulf ports and that inasmuch as pay for 
munitions was received through New York banks, New 
York would be the natural place to send commodities on 
which collection was to be made by means of a sight 
draft with bill of lading attached. The New Orleans man 
said the banks in that city would take care of drafts. 
Charleston also took that position. Unofficial information 
is that the diplomatic agents of the allies would be glad 
if arrangements could be made to use the south Atlantic 
and Gulf ports. 


The Central Freight Association lines, in the protests 
which the Commission disregarded, made the point that 
E. B. Boyd;xthe agent who filed the applications for fourth 
section relief, acted beyond authority and that they had 
never concurred in such an arrangement. That scheme 
necessarily produced what look like weird rate adjust- 
ments from central Ohio and, in fact, all parts of Cen- 
tral Freight Association territory which carry rates to 
New York less than 100 per cent of the New York-Chicago 
seale. For instance, the rate from Cleveland to New 
Orleans on export is less than from Columbus, a point 
138 miles nearer New Orleans than Cleveland. That is 
so because Cleveland, being nearer New York than Co- 
lumbus, has a lower rate to New York than has Columbus. 
Columbus is nearer New Orleans than Cleveland, but it 
pays a higher rate to New Orleans, under the new basis. 


The whole object is to get business for New Orleans 
in competition with New York, without much, if any, 
regard to the effect on intermediate points. The Com- 
mission allowed that basis to become effective pending 
the disposition of fourth section applications covering 
other violations from the same points of origin to the 
same destination. 

Ordinarily, it is argued by thosie_ who think the Com- 
mission made no error in allowing the Southern thus to 
equalize New York and New Orleans, that a carrier may 
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make a proportional rate without consulting anybody, be- 
cause such a rate is merely its offer to take freight from 
a given place at a specified rate regardless of what other 
carriers propose doing. The protesting C. F. A. lines 
make the point that they never gave Boyd permission to 
apply for fourth section relief and they do not consent 
to such violations of the fourth section as result from 
the application of the Southern’s rule for constructing the 
proportional. 

Apparently Mr. Boyd did ask for the relief for the Cen- 
tral Freight Association lines. If he did, however, the Com- 
mission has not taken notice of the fact, probably, it is be- 
lieved, on the theory that the Southern can establish such 
a proportional rate without the Central Freight Associa- 
tion lines’ consent, even if it is a party to through rates 
which will be higher than the combination, if the propor- 
tional should be allowed to stand. 


The action of the Southern seems to break the percent- 
age system into small pieces, so far as the export busi- 
ness is concerned, if the Central Freight Association lines 
have any thought of preserving the long haul they have on 
export stuff. If they allow the Southern’s arrangement to 
stand, they will lose the long haul on export stuff. The 
Baltimore Chamber of Commerce complained, about three 
years ago, that that port was losing grain business to New 
Orleans. It suggested that the rates on grain from south- 
ern Illinois and Indiana, made by the Baltimore & Ohio 
Southwestern were too high. The Commission, in its re- 
port said New Orleans was paying more for corn than 
Baltimore; that the Baltimore & Ohio’s interest was to 
carry to Baltimore, but it could not overcome the drag 
toward the gulf port created by the lower rate made by 
the Illinois Central, which enabled New Orleans to pay 
more for the corn than Baltimore. 


L. & N. INVESTIGATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Acting under instructions from the United States Senate, 
the Commission on May 4 began an investigation in Wash- 
ington into the financial affairs of the Louisville & Nash- 
ville, its relation with other carriers, and its political 
conduct in Kentucky, Tennessee, Alabama and Georgia. 
Chairman Meyer presided at the hearing, which was held 
at the New Willard Hotel. 

Chief Counsel Folk and Attorney Daugherty of the Com- 
mission’s staff, conducted the inquiry, which is the outcome 
of Senator Luke Lea’s fight against the Louisville & Nash- 
ville prior to and including his campaign for the primary 
nomination for another term in the Senate. He was de- 
feated at the primary. The senator has also filed a formal 
complaint with the Commission alleging that because the 
L. & N. has been giving passes to law makers, executive 
officials, judges and politicians generally, it has made rates 
and passenger fares that are unjust and unreasonable. 

President Smith of the railroad company under investi- 
gation was the only witness at the first session. Judging 
from the progress made at that session, there was promise 
that he would continue on the stand for several days. 


Probably the most illuminating fact brought out during 
Mr. Smith’s examination was that he is no longer opposed 
to the regulation of railroads by the federal government. 
He frankly admitted that for the first years of the exist- 
ence of the Interstate Commerce Commission, he was 
totally opposed to .the proposition that a governmental 
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body should have any control over rates, regulations or 
practices of common carriers. 

Mr. Smith said he had come to the conclusion that regu- 
lation was not undesirable. But he added that, at the rate 
which it is now being conducted, the time will soon come 
when the railroads of the country will be of no benefit to 
their owners. He said the government was spending mil- 
lions of public money in regulation and the railroads were 
spending even more millions in defending themselves 
against complaints and accusations brought for the vent- 
ing of personal or political spite. 

On advice of General Attorney Stone and General Coun- 
sel Jouett, of the L. & N., Mr. Smith refused to answer 
any question concerning campaign contributions by the 
railroad company in Kentucky, Georgia, Tennessee or Ala- 
bama. Chairman Meyer directed him to answer questions 
so the record is made up for another fight in the courts 
if the Commission decides it is worth while to make a 
further effort to compel answers. 

Messrs. Stone and Jouett objected to Mr. Folk’s attempt 
to go. into the question as-to what transpired at a confer- 
ence between President Smith of the L. & N. and President 
Spencer of the Southern in October, 1894, at which time 
the Southern Railway Co. was being organized to take 
over the various short railroads that are now joined to 
make up that big system. While the attorneys placed 
their objection on the record, Mr. Smith said he was per- 
fectly willing to answer any question Mr. Folk might pro- 
pound. The lawyers had no objection to his answering 
the questions, so Mr. Smith told what he could remember 


about the conference. He said the object was to come to 


an understanding with the Southern in respect to tracks 
that both companies would need for carrying on their 
work. He said no understanding was reached with regard 
to tracks around Knoxville, which was the chief question 
in issue. 

Mr. Folk wanted to know if Messrs. Smith and Spencer 
did not refer to themselves as Pizarro and Cortez, and 
a division of the southeastern territory between them- 
selves. Mr, Smith said that such a _ characterization 
of the conferences between them had been made by a 
lawyer and they, in their correspondence, had used it in a 
jocular way. 


“And that’s a fine bit of business for the government of 
the United States to be inquiring about,” laughed Mr. 
Smith. 


Prior to that incident Mr. Smith had read into the record 
a parody on one of Shakespeare’s comedies in which Gov- 
ernor Comer of Alabama was represented as carrying on 
a soliloquy in which he made himself ridiculous and put 
forward the arguments for the railroad’s side of an anti- 
railroad campaign. 


COMMISSION ORDERS. 

Cases Nos. 8064, Union City Hoop & Lumber Co. vs. 
C., H. & D. et al.; 7452, Palmer & Seeman’s Lumber Co. 
vs. B. & O. et al.; 7452, Sub 1, United Lumber Co. vs. 
B. & O. et al.; 8650, La Crosse Shippers’ Association et 
al. vs. C., St. P. M. & O. et al.; 8417, Tulsa Traffic Asso- 
ciation vs Santa Fe et al., and 8455, Delaware Punch Co. 
of Texas vs. G., H. & S. A. et al., have been dismissed 
upon complainant’s motion. 

The third paragraph of the Commission’s order of Feb- 
ruary 15, in case 7804, E. Richards vs. S. A. L., has 
been amended by striking out the last two words thereof. 
The order is modified to become effective June 10, 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC WORLD Will Be 
Pleased to Answer Inquiries Concerning Any Device or Method Mentioned in This Department 


TRUCKS TO RELIEVE CONGESTION 


Immediate installation of as many motor trucks as can 
be profitably employed, by the Merchants’ and Miners’ 
Transportation Co. to improve the conditions at its Boston 
terminus, instead of waiting until a sufficient number of 
contracts can be secured from the merchants to warrant 
the installation of forty trucks as proposed by the com- 
pany, is the recommendation of the chamber’s special 
committee appointed to look into the question of auto- 
truck delivery service, says “Current Affairs,” the publi- 
cation of the Boston Chamber of Commerce. 

The Committee, it will be recalled, was appointed sev- 
eral weeks ago to consider the plan for facilitating the 
delivery to consignees of freight shipments arriving at 
this port in vessels of the Merchants’ and Miners’ Trans- 
portation Co. 

The plan is that a motor-truck delivery service shall be 
financed and operated in Boston by a company to be 
organized by the Merchants’ and Miners’ Transportation 
Co., provided a sufficient number of contracts can be Se- 
cured with merchants to use this service for a trial period 
of one year, at substantially the same rates as the present 


charges of the teamsters, to warrant the financial expendi- 


ture by the steamship line. 

Detachable bodies, two for each truck, easily inter- 
changed by means of hoists at the terminal of the Mer- 
chants’ and Miners’ company, would permit of a loaded 
truck being dispatched to make deliveries and the loading 
of the second body in the interim before the return of the 
truck to the steamship pier, when the empty body could 
be removed, the loaded body placed on the chassis and 
the truck immediately sent away again. Shipments could 
be loaded into these truck bodies almost as fast as un- 
loaded from the ship, the stacking of freight.in the freight 
houses to await the arrival of the teams of each indi- 
vidual consignee being unnecessary, because of the close 
co-operation between the delivery company and the steam- 
ship line, which would make possible the indiscriminate 
forwarding of shipments to owners in the first available 
truck. 


In reviewing the situation, the committee points out 
the difficulties in the way of the establishment of the 
proposed service. The report says in this connection: 


“As previously stated, the Merchants’ and Miners’ com- 
pany proposes to finance the delivery company only upon 
the condition that the financial success of the undertaking 
is practically assured before its initiation by a sufficient 
number of contracts with merchants in Boston and the 
immediate vicinity for the exclusive delivery of all their 
shipments arriving here in the vessels of that line. These 
contracts in sufficient number to assure profitable opera- 
tion of forty trucks representing an investment of $200,- 
000 to $250,000 cannot be easily and quickly obtained, in 
our opinion. Some merchants now handle their own cart- 
ing, either owning the teams or having the use of them 
under contract. Others have contracts with teaming con- 





cerns for the handling of their goods, which will not ter- 
minate for some time yet. Others in a position to relieve 
their teamsters of this particular business would hesitate 
to take this action because of the resulting financial loss 
to the teamster and the consequent detrimental effect 
upon the handling by him of the remainder of the mer- 
chants’ business. 

“While we believe in the more general use of motor 
trucks and are in favor of their freer use for such pur- 
poses as those contemplated in this report, especially as 
affording means of relief from freight congestion present 
and future, we do not feel that it would be advisable to 
undertake to secure a sufficient number of contracts, such 
as are desired, to warrant the establishment and operation 
of the proposed forty auto-truck delivery service, at least 
until it has been satisfactorily demonstrated that this 
modern method of transferring freight affords better fa- 
cilities at no higher cost. 

“Your committee desires to go on record as indorsing 
the general proposition made by the Merchants’ and 
Miners’ Transportation Co., but recommends that instead 
of waiting until a sufficient number of contracts can be 
secured from the merchants to warrant the installation 
of forty trucks, the Merchants’ and Miners’ company in- 
stall at once as many trucks as can be kept profitably 
employed, and add to them from time to time as the 
business develops. 

“We believe that it is possible and advisable for the 
Merchants’ and Miners’ company to improve materially 
the present conditions at its Boston terminus, and we so 
recommend. It is the opinion of your committee that the 
complaints would not be so numerous against this com- 
pany because of inadequate terminals, with the insuffi- 
cient and irresponsible help employed, and the poor 
method (and in some instances the absence of it) of 
arranging goods for delivery to teamsters, if the same 
spirit of co-operation in regard to facilitating the hauling 
away of freight shipment from its freight sheds, promised 
for the proposed subsidiary auto delivery company, were 
now evinced toward the individual teaming concerns.” 

The chamber’s committee studying this question was 
composed of Jacob F. Brown, chairman; Arthur C. Farley, 
Clarence E. Hanscom, H. Frederick Lesh and William H. 
Wellington. 


TRANSCONTINENTAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


An early decision with regard to Spokane’s contention 
that the Commission should revise its order in respect to 
Schedule C rates is expected. Time is believed to be the 
essence of the whole matter. 

The intermountain people contended that they have 
been. bearing the burden of discrimination for six months, 
and that there is not now any clear indication that water 
competition will be restored in the coast-to-coast busi- 
ness within the next six months. A year, they argued, is 
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not entitled to be called a temporary matter in rate 
questions. They asserted that the railroads, as a matter 
of right, could raise the terminal rates without action 
on the part of the Commission. They asserted that the 
law says there shall be no violations of the fourth section, 
without the permission of the Commission. 

A further point is that no railroad can be required to 
meet water or any other kind of competition; that no 
carrier is under any obligation to ask for permission to 
meet it, and, finally, the Commission having given per- 
mission to disregard the long-and-short-haul rule to an ex- 
tent indicated by the permit, that the regulating body is 
bound to modify or withdraw the permission when it is 
shown that the facts causing its issuance have disap- 
peared, 

The carriers, on the other hand, argued that any change 
in the adjustment would lead to litigation, to loss and 
damage through the change of conditions under which 
merchants made their contracts, and do the intermountain 
country no good, because, they held, it was inconceivable 
that they could do much, if any, additional business by 
reason of the changed relationship of the rates. E. C. 
Lindley pointed out that the coast cities were the only 
ones that had suffered by reason of the abnormal condi- 
tion, because they had been compelled to pay all-rail 
rates. 

R, A. Jones of the Arizona commission made the point 
that the Southern Pacific was using the permission to 
send its ships to Charleston and other out ports “when 
there is sufficient cargo” to warrant such service, to pre- 
vent service by the American-Hawaiian and other inde- 
pendent ship lines, because such service is of a char- 
acter similar to’ that performed by fighting ships. His 
inference is that the Southern Pacific never finds cargo 
enough to warrant such service unless one of the inde- 
pendent ship lines undertakes to establish a regular serv- 
ice to one of the out ports. 

Attorneys for the protesting intermountain country and 
Mr. Jackson, the traffic man of the American-Hawaiian, 
expressed the belief that the Southern Pacific is paying 
more than it receives for the ships it has chartered to 
carry on its rail-gulf-and-ocean service on the eastbound 
forty-cent rate applicable on asphalt, barley, canned goods 
and so forth. They charged that the Commission, in 
allowing the transcontinental lines to maintain such a 
service, would nullify the intention of Congress to have 
the railroads excluded as a factor in the making of rates 
for transportation through the canal; that it is allowing 
the railroads to do indirectly what Congress forbade them 
to do directly, by excluding their ships from the canal. 

On account of the sharpness of the allegations and the 
fact that there is not now any regular coast-to-coast 
water service, it is believed that the Commission will 
announce a conclusion on the subject in a comparatively 
short time. 


INTERESTING BRIEF FILED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A peculiar situation is disclosed and discussed in a brief 
filed before the Interstate Commerce Commission by 
Charles Conradis and Arthur B. Hayés for the defendanis 
in the case of Nellie M. Edmonds et al. vs. The Groton & 
Stonington Street Railway Co. and the Norwich & Westerly 
Traction Co. Docket No. 8570. 

It appears that the complaint of the principal complain- 
ant was that she had been denied the use of certain so- 
called school tickets, in traveling over the lines of the 
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Groton & Stonington Street Railway, which is leased and 
operated by the Norwich & Westerly Traction Company, 
from Westerly, R. I., to Norwich, Conn. 

These school tickets originally, a number of years ago, 
were limited to school children between the ages of 5 ani 
21 years, the use of them by other children being denied. 
This, however, being contrary to the law as being a dis- 
crimination, the tariff of the defendants was changed so as 
to provide that the so-called school tickets could be used 
by any person between the ages of 5 and 21 years. The 
complainant in this case, who is over 21 years old, had 
been using these tickets, and, on the privilege being denied 
her after she arrived at the age of 21, she brought the 
complaint before the Commission. 

In this complaint there were a number of interveners 
and another complaint was filed, both actions attacking the 
withdrawal of the use of these so-called school tickets from 
persons over the age of 21, and also attacking the reason- 
ableness of certain increased rates. 

The brief as filed deals somewhat caustically with the 
complaint as to the school tickets and asserts of the prin- 
cipal complainant that her chief complaint was that she 
was not allowed to violate the interstate commerce law. 

As to the reasonableness of the rates, the brief sets out 
that the defendant companies have been operating the road 
for years at a heavy loss, that the increased rates are even 
lower than the usual interurban rates and that the in- 
creased rates will not be more than sufficient to pay the 
operating and fixed charges, provide a sinking fund, and 
allow a moddest dividend upon the common stock of the 
road. 

One of the interesting features in this case was. that the 
defendants, in increasing their rates, had adopted what 
is known in the West as the copper zone system of rates, 
the defendants in this case being the pioneers in the in- 
troduction of this system in the east. The copper zone 
system, as distinguished from the nickel system, reduces 
the length of the zone of trave] and reduces the fare for 
succeeding zones from five to two cents, thus reducing in 
some instances the cost of travel to persons traveling 
short distances, while increasing the total revenues of 
the road, especially in interstate travel. 


RULES FOR ANNUAL REPORTS 


The Commission has sent to all carriers the following 
reminder of rules with regard to annual reports: 


Certain of the annual reports filed with the Commission by 
the larger steam railways have contained returns which set 


forth the facts concerning the affairs of two or more corpora- - 


tions which are a part of the system filing the report. In view 
of the fact that this consolidation of information leads to a 
duplication and omission of important facts, it has been deemed 
desirable to standardize the preparation of annual reports re- 
quired under the provisions of Section 20 of the Act to regulate 
commerce, and tentative rules to govern the practice in this 
regard have been formulated and are at present under consi- 
eration by the Commission. These rules are stated below: 

(a) Every railway corporation that files a tariff with the In- 
terstate Commerce Commission or concurs in a tariff on file 
with the Commission, shall be required to keep operating ac- 
counts. and to file an annual operating report unless specifically 
excused by the Commision. 

(b) Every railway corporation owning but not operating 4 
railway used in interstate or foreign commerce shall be re- 
quired to file with the Commission an annual non-operatins 


-report unless relieved therefrom under the provisions of rule 


(c) following. 

(c) Any actually existing inactive corporation coming within 
the scope of rule (b) given above may be relieved from the 
requirements of that rule if it has no outstanding stocks or 
obligations not held by or for its controlling corporation and the 
controlling corporation reports for the inactive corporation such 
facts as the Commission may require to be reported. 

(ad) Reports of a controlling corporation and-its controlled cor- 
porations must exclude duplications in respect of investment in 
railway plant and equipment and in respect of securities out- 
standing. : 

You are requested to advise the Commission by letter or 
brief your objections, if any, to >the adoption of the rul:s 
stated above. Such letter or brief should be mailed to the 


division of statistics, Interstate Commerce Commission, Was!i- 
ington, D. C., and should be filed not later than May 25, 1916. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail. 

Address “Help for Traffic Man,’’ The Traffic Service Bureau, 
418 S. Market St., Chicago, Ill. 





w 
Change in Demurrage Rules. 

Q.—We are advised of a change in the “Car Demurrage 
Ruling,” effective on interstate business, April 1, 1916 and 
expires June 15, 1916. 

We understand that this change does not affect intra- 
state cars. We work under the “average agreement” on 
all cars handled by this company. 

In reading the rules we note that for the first three 
days $1 a day is assessed, the succeeding days $2 a day. 

Kindly advise how this will affect the average agree- 
ment ruling. Our contention is that if a car is detained 
seven days, making five days’ debit, a $2 arbitrary charge 
is assessed in addition to five days’ debit; also advise, if 
in the debit column, if same can be increased to six or 
seven days, as the case may be. 

A.—See article on page 706, Traffic World of April 1, 
1916, which appears to contain information you desire. 
No change on Ohio intrastate traffic. 


Issuing of Concurrence. 

Q.—I have before me tariff applying on shingles, issued 
1913, by Mr. Countiss, from points in Washington, Idaho 
and the Northwest, to various points over the United 
States, and I notice that several carriers in the South- 
west and South have issued concurrence or, rather, power 
of attorney form FX-1 to Mr. Countiss; this is not followed 
by any other concurrence. . 

My understanding was that form FX-1 was given to 
the agent publishing the tariff by the carriers which origi- 
nated the traffic and were called the issuing carriers, the 
balance of the carriers, intermediate and terminal, par- 
ticipating in the traffic would execute one of the other 
forms, either 6, 7 or 8, when given to an agent. In this 
case it is not clear to me how form FX-1 can be given 
by a terminal carrier to an agent, and which I would like 
for you to explain. 

I would also like to know if you regard it as permis- 
sible when a carrier gives to another form FX-3, which 
applies to or via, and which tariff circular 18-A states 
cannot be modified, for the carrier publishing the tariff 
to incorporate a rule therein under the caption “Appli- 
cation of rates” and restrict the application of same by 
saying (does not apply via the line giving concurrence 
FX-3 on live stock, or does not apply on class rate to 
some terminal point, for rates see tariff so and so), it 
would seem to me concurrence FX-4 would be proper to 
use. 

A.—If the power of attorney on form FX-1 given agent 
by intermediate or terminal carrier contains the words 
“for it jointly with other carriers” it may be used by 
agent in preference to a concurrence. It is our under- 
standing that if carrier desires to issue restricted con- 
currence,.it should do so on forms FX-2, 4 or 8, as the 
case may be. 

Combination Less than Through Rate. 


Q.—We made shipment of car of sand from Phalanx, 


0., to Rocky River, O., Nickel Plate delivery. 


THE TRAFFIC WORLD 977 


The rate from the above point to Rocky River, O., 
based on Vermillion, O., is $1.05, using the intermediate 
clause; but the combination of locals is 80 cents per net 
ton, 48 cents from Phalanx, O., to Cleveland, by the Erie 
and 32 cents to Rocky River, via the Nickel Plate. 

We have made application for a through rate of 58 cents 
per net ton, and our contention is that rate is going in 
effect. Kindly advise can the combination of locals be 
used on this shipment? Our contention is that the way 
that we can use this combination is to have car billed to 
ourselves, Cleveland, O., and new billing issued from 
Cleveland to Rocky River; otherwise we would have to 
pay $1.05 per net ton. 

Under the circumstances, if rate of 58 cents be estab- 
lished, kindly advise if we can have a reparation claim 
issued covering the overcharge, due to the unreasonable 
rate. 

A.—As to application of combination of locals where 
lower than established through rate the Commission has 
repeatedly announced the view that the law does not 
permit the use of any rate except that contained in a 
lawful tariff that is applicable via the line, route and 
gateway over and through which the shipment moves. 
The lawful rate for through movement is the through 
rate or fare, wherever such through rate exists, even 
though some combination makes a lower rate. 

Concerning rebilling of shipment at Cleveland in order 


. to obtain combination rate, we do not know of any ob- 


jections to such procedure being followed, provided you 
take actual possession of shipment at that point. 

It is not likely that reparation, on basis of 58-cent rate, 
if established, would be awarded to cover past shipments. 


DOINGS OF THE TRAFFIC CLUBS 


Freight congestion and how to relieve it was discussed 
at the dinner and monthly meeting of the Brooklyn Traffic 
Club April 27. In addition to listening to speeches by 
W. S. Cowie, general eastern freight agent of the Brie 
Railroad, F. S. Holbrook, vice-president in charge. of 
traffic of the Wells Fargo Express Co., and Everett W. 
Morgan, export agent of the United Shoe Machinery Co., 
the club initiated four new members. E. C. Potter, the 
president, in introducing the speakers, said it was up 
to the club to be not only a social center, but to evolve 
plans whereby the present freight congestion could be 
relieved. He said that where formerly it took from three 
to four days to move freight, now, in many instances, two 
or three weeks were required. Nat Duke, assistant freight 
traffic manager of the Lackawanna Railroad, was unable 
to speak as scheduled, as he was called suddenly to Buf- 
falo. Mr. Cowie said that while the railroads had per- 
haps not done all they should, they had at least struggled 
hard and accomplished something in the way of relieving 
congestion. ‘The railroads,” he said, “are handling almost 
double the tonnage they handled one year ago. One 
reason we have been handicapped is that we have not 
sufficient cars, locomotives and terminal facilities; we 
have not sufficient men at the harbors to handle the 
situation.” While Mr. Morgan was scheduled to give the 
shippers’ side of the story, he declined to place all the 
blame for congestion on the railroads. He has been 
appointed by the Merchants’ Association of New York to 
co-operate with the railroad committee in an endeavor 
to suggest some means for bringing relief, and he sounded 
co-operation as the keynote to bring about the desired 
result. “There must be co-operation by all concerned in 
the shipment of an article. But many are selfish and 
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will not give up something to help out; and there is no 
better way to get nowhere than to find fault or try to shifz 
the blame on the ‘other fellow.’ The principal cause of the 
congestion here in New York is selfishness—selfishness on 
the part of the people in allowing their shipments to 
remain in depots the full time before removal. Another 
cause of complaint has been the impossibility of some 
merchants to have delivered their shipments after lo- 
cating them. This complaint can generally be traced to 
a lack of co-operation. Co-operation, you will see, is the 
force that must bring relief.” Mr. Holbrook gave the 
express companies’ viewpoint. He said: “The express 
companies are doing 25 per cent more business this year 
than last and it is costing them 40 per cent more. They 
have had to utilize moving vans, derrick trucks and the 
oddest lot of vehicles for transportation that ever en- 
gaged indirectly in the express business. Here in New 
York are handled from 6-to 10 in the evening about 330 
wagons of packages a day, which means that 100,000 
shipments must be picked up and sent away by night.” 
In the general discussion that followed, Mr. Cowie stated 
that the congestion was never westbound, but always 
east. J. L. Baumel created laughter when he praised 
railroad transportation facilities in this wise: “Four 
weeks ago I accidentally left my glasses in a freight car. 
The ‘specs’ must have had some of the intuition of the 
feline, for they came back to me to-day, after a trip to 
San Francisco, unbroken afid apparently in the same con- 
dition as when last I saw them. It occurred on the Erie, 
too,” with a wink to Mr. Cowie. 





At the meeting of the Transportation Association of 
Chicago Monday evening, May 1, F. A. Pontious, super- 
visor of demurrage, C. & N. W. Ry., spoke on “Digression 
on Demurrage.” 





The Transportation Club of Indianapolis will hold its 
last monthly dinner of the season at 7 p. m., Monday, 
May 8. The speakers are: Prof. Henry G. Bell, agrono- 
mist, National Soil Improvement Committee, Chicago, IIl. 
Subject, “Science and the Soil’ (demonstrated with lantern 
slides and laboratory display); C. J. Orbison, subject, 
“Civic Responsibilities;” Jack Ryan, special passenger 
agent, Wabash Railroad, St. Louis. Subject, “Literary 
Cocktails for Wet and Dry Counties.” 





The Denver Commercial Traffic Club held its first an- 
nual meeting and election Tuesday night, April 25. Din- 
ner was served at the Kaiserhof Hotel. An interesting 
program was given and the officers who had served for 
the last year were all re-elected, as follows: President, 
F. M. Andrews, of the Denver Dry Goods Co.; vice-presi- 
dent, J. H. Burk, of the Stearns-Rogers Manufacturing Co.; 
secretary, Richard Flickinger, of the Morey Mercantile 
Co.; treasurer,.A. S. Fogg, of the Tritch Hardware Co. 
The membership has more than doubled since the incep- 
tion of the club, April 20, 1915. The finances are in good 
condition. The club membership is confined to commercial 
and industrial traffic, men. 





The fourteenth annual formal dinner of the Traffic Club 
of Pittsburgh was held at the William Penn Hotel, May 3. 
The invocation was delivered by the Rev. Frederic Tower 
Galpin, pastor of the First Baptist Church, Pittsburgh. 
The toastmaster was J. Fred Townsend, president of the 
club. Addresses were made by J. T. Holdsworth, dean of 
the School of Economics, University of Pittsburgh, sub- 
ject, “Economic Preparedness”; James E. Freeman, rector 
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of St. Mark’s P. E. Church, Minneapolis; and President 
Townsend. The entertainment was held in the main ban- 
quet hall, with an orchestra of nineteen pieces and male 
soloists. W..A. Davis led the ensemble singing. There 
were present 800 members and male guests and 300 women 
guests. The latter dined in a room adjoining the main 
banquet hall and were entertained by women soloists. 
Following the dinner they were escorted to the balcony of 
the main banquet hall in order to hear the speaking,. and 
waved applause with silk American flags. A. B. Ewer was 
chairman of the annual dinner committee. In the course 
of his address Mr. Townsend said: “We feel to depar: 
from the time-honored custom of telling you about this 
wonderful city of Pittsburgh, or boasting about its being 
the greatest producer of various kinds of products, but 
when anyone makes the assertion that Pittsburgh produces 
the very best freight traffic on the face of the globe we 
admit it. Comparisons, we think, are in bad taste when 
viewed solely from the standpoint of quantity. However, 
I cannot refrain from saying that the Pittsburgh district, 
within a forty-mile radius of our Court House, produces 
one-third of the pig iron produced in the whole United 
States. We feel that it is better to say something about 
Pittsburgh’s perfect products and let you see some of the 
real producers in Pittsburgh. We believe that you will only 
have to glance at your next neighbor, or even raise your 
eyes to the balcony to be convinced that Pittsburgh pro- 
duces something of more real worth than its finest manu- 
facturing plants turn out. There has been a statement 
made by one of the great railroad men, who addressed this 
organization a few years ago, that it had been a question 
as to whether Pittsburgh made the Pennsylvania Railroad, 
or whether the Pennsylvania Railroad was the making of 
Pittsburgh. We think the answer can be found in the fact 
that the Pennsylvania Railroad is just celebrating its 
seventieth birthday, while Pittsburgh is one hundred years 
old and still going strong. Pittsburgh’s supreme position 
as an industrial center is very largely due to the fact that 
the finest coal in America, the highest grade of oil and an 
almost inexhaustible supply of natural gas surround the 
city. Some of our friends have pointed to the inadequate 
transportation facilities for the further development of 
this great producing center, and frequently we have heard 
the statement that Pittsburgh only has three trunk lines. 
Even for the moment admitting that this statement is 
correct, let us examine the three. The great Baltimore & 
Ohio Railroad System, the ‘Father of all Railroads’ in 
America, 89 years old; the New York Central Railroad 
System, which they advertise as “The Greatest Railway 
in America,’ 83 years old; the Pennsylvania Railroad 
System, ‘The Standard Railroad of America,’ only 70 
years of age, and I think that it is admitted that these are 
the greatest trunk lines in the world. Pittsburgh is in the 
very center of these three greatest trunk lines in America, 
and we know that anything that affects Pittsburgh is very 
close to the hearts of these railroads. How do they meas- 
ure the greatness of railroads in this country? I think 
by their earnings, and all the great railroad systems on 
the American continent that have exceeded the one hun- 
dred million mark in annual earnings can be counted on 
the fingers of one hand, but how is it with the three great 
Pittsburgh railroads? First, the Baltimore & Ohio Rai!- 
road System with earnings of over one hundred millions 
of dollars, the New York Central Railroad System with 
earnings of over two hundred million, and the Pennsy!]- 
vania Railroad System with earnings of over three hun- 
dred million, and they are now all earning more than 
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ever. The next measure of strength of railroads is their 
instrumentalities of transportation to handle traffic. It is 
of the utmost importance to have in the equipment a 
very large number of open cars, such as hoppers, gondolas 
and flat cars, to handle the tremendous products of the 
Pittsburgh district. Let us examine this class of equip- 
ment owned by twelve of the western trunk lines, such as 
the Santa Fe, Alton, Great Western, North Western, Bur- 
lington, Milwaukee, Rock Island, Illinois Central, Missouri, 
Kansas & Texas, Missouri Pacific, Frisco and the Wabash 
railroads combined, for those roads have in open-car equip- 
ment substantially 150,000 cars, while the Pittsburgh trin- 


_ity of trunk lines has in open-car equipment 350,000 cars; 


200,000 more cars or 133 per cent greater than the twelve 
apostles of the West. We in Pittsburgh feel that we are 
well fortified, because the three great railroads that we are 
talking about are making greater strides than ever in the 
building of larger locomotives and larger cars, to take 
care fo the increased business that is rolling up bigger 
than ever in this section of the country. It seems almost 
unbelievable that Pittsburgh, even in a ten-mile radius 
from our postoffice, has a larger production of steel than 
in the whole of Great Britain.” 


CEMENT RATE INVESTIGATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Assuming that what is good for the attorneys in cases 
coming before it is also good for itself, the Commission, 
April 29, made public exhibits it will offer in evidence in 
its own investigation into the cement rate stuation in 
Western Trunk Line territory, Docket No. 8182. Under the 
new rules of practice, the lawyers are expected to file ex- 
hibits before the time for the hearing so that their op- 
ponents may be prepared for cross-examination as soon as 
the formality of having a witness submit them has been 
observed. 

Dr. M. O. Lorenz, associate statistician of the Commis- 
sion, prepared the exhibits the Commission is to submit 
to the parties in interest. They consist of ten pages of 
rates, set in small type, each sheet. being about thirty 
inches long and fifteen wide. They purport to show all the 
rates drawn into question by the Commission’s inquiry and 
are offered as a foundation on which a new structure of 
rates may be reared. 

Dr. Lorenz has also prepared thirteen pages of graphic 
charts and maps which it is expected will prove useful in 
illuminating the situation when the Commission, the rail- 
roads and the shippers come to write in figures to stand 
for new rates. Explanatory text is appended to each, but 
no comment. The commission, in other cases initiated by 


it, has submitted exhibits, but this filing of them before 
the hearing has been begun is the innovation, made in 


accordance with the tentative rules of practice, heretofore 
published in the Traffic World, the object of which is to ex- 
pedite hearings by affording attorneys an opportunity to 
examine the exhibits before the hearing is begun, so as to 
be ready for cross-examination as soon as they have been 
formally sworn into the record. At present, weeks elapse 
between the submission of exhibits and the cross-examina- 
tion of those who prepared them, as it is impossible for the 
lawyers to familiarize themselves with the contents of the 
exhibits during the progress of the hearing. 


~ 


COMMISSION ORDER. 
Upon motion of complainant, case 8605, Cumberland 
County Power & Light Co. et al. vs. East S. S. Coro et 
al., dismissed. 
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| Personal Notes 





Floyd L. Bateman, the newly elected president of the 
Traffic Club of Chicago, is secretary of the Chicago Furni- 
ture Manufacturers’ Association and one of the traffic man- 
agers of the Chicago Furniture Forwarding Co. In this 
latter capacity he has charge of all matters affecting 
freight rates and classification. He is also president of 
the Transcontinental Freight Co., freight forwarders and 
warehousemen, handling machinery, automobiles and 
household goods; secretary and treasurer of the Soo Ter- 
minal Warehouse Co., a plant containing 600,000 square 
feet of fireproof storage, and president of the Illinois 





F. L. BATEMAN. 


Furniture Warehousemen’s Association, an organization 
of furniture warehousemen engaged in the storage and 
handling of household goods representing an investment 
of about $10,000,000 in Chicago. He is also a director of 
the American Warehousemen’s Association. Mr. Bateman 
is a native of Nebraska, and will be forty-one years old 
next July. After graduating from high school he came 
to Chicago in search of employment. For the first five 
years after coming to the city he devoted his evenings 
to night-school work. His first employment was with 
the Central Electric Co. as shipping clerk. Then for 
three years he was in the service of the Hoosac Tunnel 
Fast Freight Line (Wabash Railroad), and four years 
in the service of the New York National Dispatch Re- 
frigerator Line (Grand Trunk), as auditor and office man- 
ager. During the last twelve years he has been engaged 
in the freight forwarding and warehouse business. He 
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handles between 5,000 and 6,000 cars a year of different 
classes of traffic, including export, especially to Japan, 
China, the Philippines and Australia. This work takes 
him to all parts of the country, giving him a thorough 
acquaintance with warehouse and traffic conditions in all 
the principal cities. His rise in business is attributed, not 
only to his ability as a commercial organizer, but to his 
expert knowledge of freight traffic. 

Herbert A. Jackson, recently appointed general traffic 
manager of the Great Northern Pacific Steamship Co., 
was born at Toronto, Ont., Jan. 6, 1869. He received his 
education at Upper Canada College, and entered railway 





H. A. JACKSON. 


service in 1894 as traveling freight agent of the Great 
Northern at Duluth, Minn. From July 12 to Dec. 1, 1896, 
he was contracting freight agent of the same railroad at 
Spokane, Wash.; from December, 1896, to Aug. 21, 1898, 
he was traveling freight agent, with headquarters at the 
same place. He was appointed general agent in August, 
1898, with office at Spokane, and on June 13, 1899, was 
promoted to commercial agent of the Great Northern and 
general freight and passenger agent of the Spokane Falls 
& Northern. From Oct. 1, 1905, to August, 1909, he was 
assistant general freight and passenger agent of the Great 
Northern at Helena, Mont., and from 1909 to April, 1911, 
held the same position at Portland, Ore. From 1911 to 
March, 1916, he was assistant traffic manager, with office 
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at St. Paul. His present headquarters are at San Fran- 
cisco. 

Ray F. Clark has been appointed general agent of the 
Canadian Northern Railway, with headquarters at Chicago. 

Thomas H. Fittz has been appointed general claim agent 
of the Evansville & Indianapolis, with office at Terre 
Haute, Ind. 

C. Norval Cox is appointed traveling freight agent of 
the Baltimore & Ohio Railroad Co., with headquarters at 
Cumberland, Md. 

George W. Rush has been appointed division freight 
agent of the P., B. & O., with office at Wilmington, Del., 
vice W. H. H. Willis, promoted. 

Hugh D. Driscoll, commissioner for the Topeka Traffic 
Association, has resigned to take a similar position with 
the Chamber of Commerce of Waco, Tex. 

The Gulf Coast Lines have opened a Chicago office with 
C. E. Carlton as general agent, R. C. Foote, traveling 
freight agent, and W. R. Butler, contracting freight agent. 

H. C. Dinkins, foreign agent of the International & 
Great Northern Railway at Houston, Tex., has been ap- 
pointed general agent, with headquarters at Kansas City, 
Mo. 

E. M. Davis, division freight agent of the Baltimore & 
Ohio Railroad at Youngstown, O., has become assistant to 
general freight agent at Baltimore, succeeding the late 
F. Fowler. 

F. E. Middleton is appointed district freight agent of 
the Union Pacific System, with office at Los Angeles, Cal. 
E. R. Brucker is appointed contracting freight agent, with 
office at Los Angeles. 

William Cotter has been elected president and general 
manager of the St. Louis & O’Fallon Railway Co. and of 
the Manufacturers’ Railway Co., St. Louis., vice G. F. 
Moore, resigned because of ill health. 

Perry McCart, general attorney of the Chicago, Indi- 
anapolis & Louisville, has been appointed general solicitor, 
with office at Chicago, Ill., vice E. C. Field, who died. 
C. C. Hine, assistant general attorney, has been appointed 
general attorney, succeeding Mr. McCart. 

Edwin T. Douglass, formerly general manager of the 
Western Transit Co., has been elected a director of the 
Eastern Grain, Mill & Elevator Corporation and is ap- 
pointed manager of the concrete elevator, with jurisdic- 
tion over the lake grain interests of the corporation. 


Burton E. Nichols, commercial agent of the Illinois Cen- 
tral at Sioux City, Ia., was retired April 30, under the 
pension rules of the company, after more than forty-five 
years of service. Fred Austin is appointed commercial 
agent in charge of freight and passenger traffic, with office 
at Sioux City. 


(, The Carolina, Clinchfield & Ohio Railway announces 
t 


he following appointments: C. A. Smith, general freight 
agent; A. W. Sanders, assistant general freight agent; 
A. I. Hays, assistant general freight agent; Theodore 
Dehon, general southern agent, with headquarters at 
Spartanburg, S. C. The office of division freight and pas- 
senger agent is abolished. 


Texas & Pacific Railway Co. announces that J. 
G. R. Williams is appointed foreign freight agent, with 
headquarters at New Orleans, La., reporting direct to the 
general traffic manager. He takes over the duties that 
were formerly handled for the Texas & Pacific by C. A. 


Torrence, who is now foreign freight agent of the St.” 


Louis, Iron Mountain & Southern-Missouri Pacific. 
J. H. Rees, chief of tariff bureau of the Minneapolis, 
St. Paul & Sault Ste. Marie, has been promoted to assist- 
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ant general freight agent, with office at Minneapolis, Minn. 
A. L. Preston, general agent, freight department at St. 
Paul, Minn., has been appointed assistant general freight 
agent, with office at Minneapolis. George T. Huey has 
been appointed general agent at St. Paul, vice Mr. Preston. 

George B. Harley, formerly an assistant in the office 
of the publicity agent of the Pennsylvania Railroad, has 
been appointed publicity agent. He will succeed J. W. 
Lee, Jr., whose resignation takes effect May 15. Walton 
M. Wentz, formerly information clerk in the publicity de- 
partment, has been appointed assistant publicity agent. 
Mr.- Lee will move to New York City, where he will be 
associated in business with Ivy L. Lee. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 
inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 
Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 

THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 











WANTED—Position as TRAFFIC MANAGER with me- 
dium-sized railroad or large manufacturing, mining or 
lumber company, by young man with fifteen years’ ex- 
perience. Thoroughly up to date in all lines of traffic. 
Also have had executive experience. First-class ref- 
erences. S. F. 8. Care The Traffic World, Chicago, Ill. 





SITUATION WANTED—In commercial traffic depart- 
ment by STENOGRAPHER AND RAILROAD CLERK, 
fourteen years’ experience, having good knowledge of 
traffic matters, able to organize and manage department, 
35 years of age, married, and can furnish excellent ref- 
erences. O. C. 16 care The Traffic World, Chicago. 


——————————— 

TRAFFIC MAN—Position wanted by a college graduate, 
age 26, either as assistant in traffic office of a large firm 
or chamber of commerce, or to organize transportation 
department for a young and growing business. I have 
pursued graduate work at Pennsylvania in transportation, 


_ traffic, industry and geography. Familiar with the con- 


struction of rates, use of classification, tariffs, routes, etc. 
Preparation very thorough and complete. Excellent reason 
for leaving present position. Best references in regard 
to character, ability and integrity. Will arrange personal 
interview. Address C. B. Hutchings, Holland Patent, N. Y. 
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AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but they 
have filed no tariffs recently. 


Allen, S. A., Cent. States Desp.-Continental Line, Cincin- 
nati, O. 


Allen, W. P., Pacific N. W. Demurrage Bu., Seattle, Wash. 


Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 


Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 


Barr, F. J., Indianapolis Frt: Committee, Indianapolis, Ind. 

Beck, T. Clem, Lake Shore-L. V. Route, ete., New York, 
N. Y. 

Behrman, M., New Orleans Public Belt R. R. Co., New 
Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 

Boyd, E. B., Western Trunk Line Committee, Chicago, IIl. 

Boyd, E. B., Illinois Frt. Com., Chicago, III. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, IIl. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stocker, 
Chicago, Il. 

Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 


Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, | 


Pa. 
Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 
Collyer, R. N., Official Classification Com., New York, N. Y. 
Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 
Cottrell, J. J., Va. Lines Trf. Bureau, Richmond, Va. 
Countiss, R. H., Transcontinentl Frt. Bureau, Chicago, III. 
Crawford, John H., Lake Shore-Lackawanna F. F. Lines, 
New York, N. Y. 
Crawford, John H., Mich. Cent.-Lackawanna F. F. Line, 
New York, N. Y. 


The German American Car Co. 
General Offices, Harris Trust Building, Chicago 


Tank Cars Leased for All Commodities 


We Build New Tank Cars 


Rebuild Old Tank Cars 





Eastern Office: Pacific Coast Office: Plants at 
17 Battery Place 24 California Street Warren, Ohio East Chieage, Ind. 
San Francisco Springs, Okie. 


New York 
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Crawford, John H., Wabash-Lackawanna F. F. Line, New 
York, N. Y. 

Crow, W. R., Erie Despatch, Chicago, Ill. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudley, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P.,; New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, III. 

Fyfe, R. C., Western Classification Com., Chicago, Ill. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, IIl. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt 
Lake City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 

Hinton, E. H., Southeastern Freight Assn., Atlanta, Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, Ill. 

afunter, J. A. Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi.-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, III. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, III. 

Morris, Eugene, Central Freight Association, Chicago, IU. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Mote, E. E., Pacific Car Demurrage Bureau, San Fran- 
cisco, Cal. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Pierce, C. J., ‘National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Pontius, F. A., Chicago Demurrage Bureau, Chicago, [1l. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Renneker, W, E., Florida Orange-Pineapple Tariff. 

Robinson, L. R., Canadian Pacific Despatch Eastbound 


Guidebook. 
Rotchford, M. W., Ill. & Ia. Car Service Bureau, Peoria, Ill. 


Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York, 
| eA 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, Fs E., Star Union Line, Pitstburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Il. 

Souders, L. M., Empire Line, Chicago, Ill. 

Stewart, J. B., Ontario. Central Desp. F. F. Lines, New 
York, N. Y. 

Story, S. A., Diamond’ Desp. & L. V. Transp. Co., Buffalo, 

MED Sr 6 Y 

Vaughan; R. H., Blue Ridge Despate, Cincinnati, oO. 
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Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


SHORTAGE OF REFRIGERATOR CARS 


The Department of Agriculture has issued the following: 

“The serious car shortage throughout the country is 
beginning to be felt by shippers and distributors of early 
fruits and vegetables. In the various conferences between 
the Interstate Commerce Commission, railroad officials and 
shippers, the latter have been represented, for the most 
part, by shippers of non-perishable commodities. 

“A southern road, confronted with an extraordinarily 
heavy tonnage of perishable commodities, finds, at the 
opening of the season, nearly half its refrigerator equip- 
ment on other lines, and is unable to get the cars home. 
This is typical of other sections, and there is great danger 
that the interests of users of refrigerator cars may be 
sacrificed to the necessities of other shippers. 

“A year ago the Department of Agriculture in a bulletin 
for farmers and shippers of perishable farm products called 
attention to the importance of prompt loading and unload- 
ing of cars, and to the economic waste involved in a mis- 
use of cars. As the department’s marketing work pro- 
gresses, the importance of this phase of transportation 
service becomes more apparent. In response to appeals 
from shippers, the department, in an effort to avoid dis- 
aster to growers, has called to the attention of the Inter- 
state Commerce Commission the necessity for prompt move- 
ment, release and speedy return to producing sections of 
all refrigerator cars. Shippers and distributors are again 
urged to co-operate in every way possible towad the end 
of greater refrigerator car efficiency, and are reminded 
that their co-operation, always necessary, is more essen- 
tial this year than ever before.”’ 


NEW RULES ADOPTED 


The Commission has adopted the following rules, promul- 
gated April 28, respecting the handling of claims on the 
special docket, amending and superseding its announce- 


ment of August 5, 1915: 
When a claim has been declined by the Commission on the 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Ml. 


Do Business by Mail 

~ It's profitable, with accurate lists of prospects. Cn auken 
eastalien vital information on Mail ‘Advertising. Also 
quantity on 6,000 national mailing lists, 997% guaranteed. = fy 
Fly Paper Mfrs. 
——— 


Wealthy Men 

Ice Mfrs. 
Doctors Farmers 
Axle Grease Mfrs. Fish Hook Mfrs. 
Railroad Employees Feather DusterMfre. 
Contractors Hotels 

Write for this valuable reference book. 

Ross-Gould, 822-P Olive Street, St. Louis. 


Ross-Gould 
Marling 
RestS St.Louis 
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special docket, it may not be reconsidered on the special 


docket if it is not again submitted within a period of six 
months from the date upon which it was denied, nor may it be 
filed as a formal complaint unless such formal complaint be 
filed within six.months after the parties have been notified by 
the Commission that the claim is of such a nature that it can- 
not be determined informally. Where a claim has been filed on 
the special docket to toll the statute of limitations, the applica- 
tion relating thereto must be filed within six months in order 
to obtain consideration on the .special docket; provided, how- 
ever, that this ruling does not apply to formal complaints for 
reparation filed within two years from the date of delivery 
of the shipments. See Rule III, Rules of Practice. 

Where papers in a claim presented on the special docket 
have been returned to the carrier or the claimant, the claim 
shall not again be considered on the special docket unless so 
presented with request for reconsideration within twelve months 
from the date of the return of the papers. 


The Commission has also adopted the following rules 
respecting the handling of informal complaints: 


When a claim for reparation has been before the Commission 
informally and the parties have been notified by the Commis- 
sion that it cannot be determined informally, or when the par- 
ties voluntarily withdraw the claim from informal considera- 
tion, or when a claim has been filed with the Commission mere- 
ly to stop the running of the statute of limitations, it may not 
be reconsidered informally if it is not again submitted within 
six months from the date of such notification, withdrawal or 
filing, nor may it be filed on the special docket. or as a formal 
complaint unless so filed within six months from the date of 
such notification, withdrawal or filing: Frovided, however, that 
this ruling does not apply when the two-year period from the 
date of delivery of the shipments has not expired. See Rule 
III of the Rules of Practice. 

Where a claim for reparation presented informally has been 
referred to the carrier or complainant for advice, amendment 
thereof, or for additional information or documents, it shall 
not again be considered informally unless resubmitted within 
twelve months from the date it was referred to carrier or 
complainant. 


RAILROADS IN WAR TIME 


(New York Commercial.) 

In the cloak rooms of the Capitol at Washington some 
find fault with the federal administration and the rail- 
roads because Columbus, N. M., is on a single-track rail- 
road which cannot handle military troops and supply 
trains rapidly. Congress is finding out how much de- 
pends on the condition of railroads in time of war, yet 
it does not show much inclination to help them. We are 
lucky to have so much railroad accommodation along the 
Mexican frontier. We cannot expect Villa to pick out 
points where railroad service is of the best when raiding 
our frontier, and we cannot very well ask the Southern 
Pacific to build a four-track railroad parallel to the border 
when the government forces it to carry parcel post mat- 
ter at rates far below cost of transportation. 

Strategic railroads have been the salvation of Germany 
and Austria-Hungary so far in this European war. The 
largest army does not always win a battle. Alexander 
the Great and all successful generals since his time won 
battles by striking the enemy hard at one important point. 
In our day overwhelming forces can be concentrated 
quickly by using railroads, and in no other way. If we 
are to keep down the size of our army we must make it 
as mobile as possible, and the only way to do this is to 
organize the railroads. It would be easy to hurry troops 
to New York, but there are many other points of strategic 
importance at which troops could not be easily concen- 
trated because the railroad service is inadequate. 

One of the difficulties our War Department faces is 
shortage of cars for transporting troops and supplies. 
The government can commandeer all the cars it needs, 
but, if it has to do so, the general trade of the country 
will be paralyzed. War in Mexico will not hurt business 
if it does not interfere. with the transportation of mer- 
chandise. If the railroads had plenty of rolling stock 
this could not happen, but they would be tied up by gov- 
ernment requisitions, as it is, if we had to put two hun- 
dred thousand men in the field, and that is the smallest 
number that any military expert mentions when talking 
about a regular campaign in Mexico. - 
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The Belt Railway of 


Chicago, with a modern equip- 
ment designed for the specific 


purpose of furnishing adequate and prompt 
service in the transportation of freight be- 
tween the roads terminating at Chicago, 
offers to you a service on your through ship- 
ments via Chicago with assurance that the 
results will satisfy you. 


Clearing Yard, regarding which we will be 
pleased to send you a descriptive folder, is 
fulfilling the purposes of its designers, result- 
ing in quicker movement of business between 
the roads making use of its facilities and di- 
verting a large-volume of through traffic from 
the city terminals. 


The territory through which The Belt Rail- 
way of Chicago operates offers unexceptional 
industrial advantages which you will do well 
to investigate before deciding upon locating 
in the Middle West either main. plant, branch 
or distribution warehouse. If we knew your 
requirements we could more: spétifically. de- 
tail the benefits location upon this line would 
bring you and then invite your: ‘investigation 
to prove our conclusions. ; 


The Belt Railway of Chicago is not “the 
only way,” but is decidedly The Best Way, 
The most Up-to-date Way, and The Way of 
Service and Satisfaction. 


THE BELT RAILWAY 
COMPANY gs CHICAGO 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Ete. 
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SHREVEPORT, LOUISIANA 
Caddo Transfer & Warehouse Co. Inc. 


Special attention given to merchandise stock storage 
accounts. Carloads for distribution, less carloads for 
City Delivery. Reshipments and forwarding by Express 
or Parcel Post. 


TWO LARGE W'AREHOUSES ON RAILROAD TRACKS. 


Jenkins Express 


COLUMBIA, S. C. 


The Geographical Center of Its State. Four Railway 
Systems, River Transportation, 


Equipped for general storage, bonded storage, distribu- 
tion, forwarding. Motor truck transfer. Private side 
track connecting all lines. 


Western Transfer and Storage Co. 


616 to 522 San: Francisco St. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 


Cut Rate Package Car Service from Seaboard Territory. 











EDGAR’S SUGAR HOUSE, Inc. 


620-582 LAFAYETTHD BLVD. 
DETROIT, MICH. 

Hight fireproof yg seen on tracks of princi rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve aute 
trucks for delivery. Write for further particulars. 





Buffalo Storage & Carting Co. 


350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 





PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Giisan St. Estabiished in mR. 
NE TRANSFER AND STORAGE USINESS 
Special attention given to merchandise me . stor- 
age accounts, carloads for distribution, less car- 
loads for city delivery, reshipment and reforward- 
ing Re express or parcel post. Own and operate 
two class A warehouses on terminal tracks. 

Re. Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 


mo Oye Geniains pees Ser mambo Cue, and In- 
Giana. We have direct track connection with each of the railroads, 
12 interurban and five passenger steamship lines entering Toledo. No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 
Solicited. 309-19 La Grange St. 
Members American and Interstate Guhensiin's Associations. 





Albany Terminal Warehouse Co. 


10 TIVOLI ST., ALBANY, N. Y. 

Storage, transferring and forwarding. Direct railroad 
connections, all railroads. Also buildings suitable for 
branches, to let in whole or part. Members of American 
Chain of Warehouses and American Warehousemen’s 
Association. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all ints. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 








ST. JOSEPH TRANSFER CO. 
“ peny EXPRESS ” 
ST. JOSEPH - = sf. 


MERCHANDISD STORAGH WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 





CHICAGO— 


Chicago Storage & Transfer Co. (Not Inc.) 


5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 
INSURANCE RATE SEVENTEEN CENTS. 








Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 





MILWAUKEE 


The Union Transfer Co. 


107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 

GALVESTON, TEXAS 
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gene Sierkanie Completely Covering Shipments by 
LEAVE IT ALL TO US < War RISK RAIL and OCEAN 


pragma ng are to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home /Offices: CHICAGO NEW YORK BOSTON 4§PITTSBURG ST. LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, ete 





Security Warehouse Company 
MINNEAPOLIS, MINN. PITTSBURGH, PA. 
Northwestern Distributors for nearly all Nationally FIREPROOF AND NON-FIREPROOF WAREHOUSES 
Advertised Commodities—Twenty Car Trackage PENNSYLVANIA SIDING LOWEST INSURANCDH 
Space. Write us about storage or distributing 
Motor Truck deliverv in Minneanolia and St. Paul HAUGH & KEENAN STORAGE & TRANSFER CO. 





Central Warehouse Co. 


Storage—Forwarding 


Trackage Counection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


D. A. .MORR TRANSFER AND STORAGE CO. PHILADELPHIA, PA. 























KANSAS CITY, MO. 
i n,. Central Street BEST DISTRIBUTING POINT IN THE EAS} 
RCHANDISBE pe FORWARD- : + 4s : Deka: 
ON AND CITY DELIVERIES. ee aa Penna. R. R. — Phila. & Reading 
Direct Connections With All Raliroads. Pecsreat Storage, xperien: in giving Best Warehouse Service 
Sprinkler System. SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 
Springfield, Mass. 
Central Warehouse & Transfer Co. 
Office: 315 Bridge St. 
TRANSFERRING AND RESHIPPING. 
GENBRAL STORAGE. FURNITURE STORAGE. S&TC. 
Established 1890. From long and practical experience 
we know your needs. Write for information. t St 
Witkin Trucking Company — a Fi inane pep wa 
Main Office, 30 BURLING SLIP, BIGHT AND ONL A z3 OR | 
NEW YORK, N. Y INSURANCE SATE eI 
’ rs 7 - TRACKAGE SPACE. -16 CARS T 
“HE SERVES BEST WHO SERVES WELL” AND AUTO SERV 
Minneapolis Transfer & Warehouse Co. Savannah Bonded Warehouse & Transfer Co. 
yp tenga Aa GENERAL gideaten: ate Gcarensnnetawohinns? 
122 SOUTH FIFTH STREET ING—FORWARDING—PROMPT AND EFFICIENT 
DISTRIBUTORS OF POOL CARS AND GENERAL CUSTOM HOUSE TG aay 
WAREHOUSING Members American Chain of Warehouses 


Members American Warehousemen’s Association 








CHICAGO Louisville Public Warehouse Co., Inc. 
Jos. Stockton Transfer Co. LOUISVILLE, KY. 
536 The Rookery Bullding Import and export freight contractors, transfer and 


reshipping agents, custom house brokers. Bonded and 


Teaming of Every Description—City Delivery Service 
free warehouses. 


and Carload Distributors. | 
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Trackage, Capacity 18 cars a day. Very low insurance. 








As a Friend of THE TRAFFIC WORLD please Mention the paper In writing to advertisers. 





Service Under All Conditions 


The accompanying photo- 
> graphs show the interior 
7 and exterior of a fibre 
container that we supplied 
the Excelsior Shoe Co. of 
Portsmouth, O. This con- 
cern took a case from their 
stock, packed it with shoes 
and shipped it to London. 
It was subsequently re- 
turned to them and so 
completed a trip of about 


8,000 MILES 


The inside -of the case was 
in perfect condition—not a 
corner dented nor one of 
the walls punctured in spite of the rough handling of rail and 
steamship transportation and the many necessary transfers. 
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See that your goods are as well protected. : 


| lt means Satisfied Customers. 


Quality Cases of Fibre and Corrugated Board 


ARE MADE BY 


HUMMEL & DOWNING CO. 


MILWAUKEE 





